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If skeletonizing or ballast cleaning is on your work 
schedule, do it with Kershaw machines guaranteed 
as to production and cost. 


Here’s how they work: 

Two Kershaw Two-Wheel Kribbers, working in 
tandem, clean out all ballast from the center of the 
track and between the ties ouside the rail. The 
Kershaw Tie-Bed Cleaner, equipped with special 
feet, then removes the ballast from beneath the 
rails, even in cemented ballast conditions. 


This leaves cleanly stripped track with the old, foul 
ballast neatly removed to the side of the shoulder. 
Then, if ballast cleaning is desired, the newly-rede- 
signed Kershaw Ballast Cleaner picks up the old 
ballast and cleans it. The clean ballast is then plac- 
ed on the ballast shoulder, or the center of the 
track, or the tie heads, or may be placed and dis- 
tributed uniformly ahead of your surfacing operat- 
ion. 





All this guaranteed to meet your requirements as 
to quality and production. 
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When there’s roof to be bolted... 
Bethlehem contact men 
help you test and install 


Experienced Bethlehem contact men are ready— 
anytime—to help you with the original 
installation and testing of Bethlehem 


roof bolts and accessories. 


BETHLEHEM STEEL COMPANY, BETHLEHEM, PA. 
Export Distributor: Bethlehem Steel Export Corporation 


for strength 
- ++ economy 
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OUGHLY PROVED ITS CLAIM TO 
BEING AN OUTSTANDING TRIPLE 


PURPOSE TAMPER. 


<2 TOPS FOR JACK TAMPING. It's ex- 
ceptionally fast, accurate and positive in 


jacking to reach and hold the track raise 


and cross level. It quickly and firmly tamps 


tie to hold raise for production tampers 


and keeps out of their way. Adapted to 


existing track surfacing equipment. 


PERFECT FOR SPOTTING AND 
SMOOTHING. Great power and speed 
for spotting and smoothing in all ballasts 


and in all conditions is supplied by TRACK 


MAINTAINER tamping units. 
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“} AN EXCELLENT PRODUCTION 


TAMPER for moderate to high raise 
work, Produces complete ballast consoli- 
dation in out-of-face raises, with maximum 
stability right under the rail — the load 
bearing zone. Ideal as an all-round pro- 
duction tamper for those requiring an all- 


purpose jacking-and-tamping machine. 


) ALL PUSH-BUTTON OPERATED — 


ELECTRICALLY CONTROLLED ... the 
most advanced machine of its kind to be 
found anywhere. 


+ THE JACKSON SERVICE ORGANIZA- 


TION INSURES proper installation, op- 
eration, care and most efficient use of the 
machine by working closely and whole- 


heartedly with all personnel concerned, 


Write, wire or phone for complete facts. You'll be able to specify it with 


complete confidence. We offer attractive acquirement plans, 
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THE JACKSON TRACK MAINT 


Unmistakable leader in its field agen 
in 1961. Offers greatest speed com 
patible with first quality tamping. Pe 
fectly adaptable to all conditions... 
kinds and condition of ballasts ow 
lowest to highest lifts. Achieves # 
longest-lasting, good-riding track qué 
ities . . . bona-fide facts you can 

verify. Specify it for 1961. ; 
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Railroad M/W practices in Russia .. 23 


Three pages of photographs show some of the pres Frank R. Woolford 
saw last summer during a tour of the railroads in European Russia. 


How PRR saves by undercutting tracks ct bridges - 


A ballast cleaner is being used to undercut tracks at bridges where repeated 
raisings have created clearance or approach problems. 


Hydraulic tool speeds pile driving 


Describes how the Great Northern is increasing its pile driving output by 
using a deck-liner unit to shift stringer chords. 


Special racks speed track removal in panels___ 


A team of nine men and three machines on the New York Central is now 
capable of lifting and loading 60 panels a day. 


Resins ... What they are and how they're used in paints 


New developments in coatings are explained in non-technical terms by 
R. E. Gwyther of the Sherwin-Williams Company. 
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Opinion 

News notes 

News briefs in pictures 
Products 

What's the answer? 
To the editor 

Supply trade news 
Association news 


Manufacturers’ helps 


< Don't miss 


The Burlington recently completed construction of a 2500-ft bridge across 
the Mississippi river. About one-third of the bridge was erected using field 
rivets, the remaining two-thirds using high-strength bolts. 


in the December issue 
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SPECIFICATIONS FOR 
57-BP TIE HANDLER 


Ss 
POWER PLANT: 4 cylinder air cooled gasoline 
iW 0 ace ies ay engine—electric starter. 


POWER TRANSMISSION: Hydraulic. 


‘ TRAVEL SPEED: 7¥ to 15 M.P.H. 
| ol ac ac tal TRANSMISSION: 2-speed selective type. 
ROTATING DECK: 360°. 


TONGS: Rotate 260°. 
Or A Cost Heada he TONG OPENING RANGE: 5” to 161”. 
BOOM: Box type—17’ standard length, from 
Center Pin. 
BOOM: 5’ or 7’ intermediate section—optional 
he RTW Tie Handler ends backaches and in ti /. ine Gage. 
T ‘ ees te headaches bar = plac BOOM: Travel—60° with boom parallel to 
ing. Its completely hydraulic transmission speeds positioning up track, 30° in either direction, up or down. 
, : . . aa TRANSVERSE SET-OFF WHEELS: Optional—t- 
to 3 ties a minute—1000 in a working day—with just one man at tra charge. asi 
s! Si t baihat a CLEARANCE: Height—72”. Width 65”. 
the control Simple 0 operate and maintain, the rugged, un sated: of 2° tmenered trom exter al 
complicated RTW Tie Placer ends manual handling accidents, cuts WHEEL BASE: 60”. 


‘ . a OVERALL LENGTH: 10’ 8”. 
operating costs and speeds all these tie handling jobs: WEIGHT: Approximately 7000 Ibs. 





Placing cross ties 
Piling old ties to be destroyed TRACK MAINTENANCE MACHINERY 

Stacking usable ties to be banded Sul Gilaten ¢ Cees Gta ¢ Got Ghee 
Handling bridge timbers Rail Drills * Cross Cutters © Track Liners © Bit Sharpeners 





Maintaining inside tracks * Tie Nippers * Grinding Wheels * Tie Handlers 











Write today for complete details. Sound color movie on track maintenance available on request 


RAILWAY TRACKWORK co. 3207 Kensington Ave., Philadelphia 34, Pa. gps re rete, 


Agents: Chicago—D. J. Hogan & Co. * La Grange, Ga.—W. C. McKay * Louisville—T. F. Going 

* Omaha—Roth Railway Supply * Roanoke—Robert L. Nutt Ji. © Spokane—Franco Railroad 

Contractors, Inc. * St. Louis—Clarence Gush © Canada: Lindsey, Ontario—Sylvester Distribu- pf 
tors Ltd. * Winnipeg—Kipe Kelly Ltd. * Mexico: Mexico City—L. B. Franco, de Mexico, S.A. CE) 
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BEST EQUIPPED 
TO SERVE YOU BEST! 


Here are the 6 important ways Mobil is prepared to 
help today’s railroads solve maintenance problems: 























PRODUCT — Mobil products have ENGINEERING ASSISTANCE — 
= proved themselves in actual per- = Mobil service men average over 25 
formance on America’s leading rail- years’ experience. These men under- 
. roads. They’re always of highest .. stand not only petroleum products, 
: quality . . . uniformly consistent. but the railroading business, as well. 
oled gasoline 
lic. RESEARCH— Mobil’s never-ending 5 TECHNICAL INFORMATION— 
# research on fuels, lubricants and re- = Mobil freely distributes technical 
hist fining processes results in continually data to interested railroad personnel. 
improved products for you. Both the pros and cons of problems 
162". are thoroughly and frankly pre- 
| length, from sented. 
ion—optional 
m parallel to | SPECIAL PERSONAL SERVICE — 5 SUPPLY POINTS — Strategic loca- 
Ratt: = Mobil laboratories assist railroad = tion of 13 refineries and 20 product 
» men with specific problems involving compounding plants provides con- 
th bane application of products. venient supply points. 
renter pin). 
‘i 94 years of helpful service to the railroad industry 
RY 
grinders * 
Sharpeners 
andlers 
n request. 
ai RAILROAD PRODUCTS 
rT MOBIL OIL COMPANY, 59 East Van Buren Street, Chicago 5, Illinois 
MBER 150 East 42nd Street, New York 17, New York 
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McWIilLlLlIAMS 
WIC VVILLIAIVIO 


HYDRAULIC TAMPER 


Track stays Up Longer with 





Track tamped with these units will extend the s 
cycle by 30% or more over other machines in use 
all cases, providing the lowest tamping cost per y 
Write for new Tamper Bulletin T-600. 


McWILLIAMS JACK TAMPE 


Speed: and ballast compaction are sufficient 
keep ahead of multiple tamping—with no née 
for ovér-raising. Guns mounted either inboal 
or outboard the rails. 


NOVEMBER 1960 RAILWAY TRACK and STRUCTUME 



















McWILLIAMS SPOT TAMPER 


The most useful and the most widely used spot 
tamper, this fast, mobile machine delivers big- 
tamper ballast compaction. 





McWILLIAMS MULTI-PURPOSE 8 


The world’s most versatile tamper, this inter- 
mediate machine is a production tamper .. . a 
spot tamper... a jack tamper. 























lintenance 


- ee ae ee en ee en ee ee ee ee 


PITTSBURGH 30, PA. 


he See 


d STRUCTURE 
- RAILWAY TRACK and STRUCTURES NOVEMBER, 1960 6 





ee 


STRUCTURES 


ATLANTIC COAST LINE—R. R. Pregnall, Jr., 
engineer maintenance of way at Savannah, 
Ga., has been appointed division engineer 
of the Richmond division, with headquar- 
ters at Rocky Mount, N. C. T. C. Herndon, 
engineer maintenance of way at Augusta, 
Ga., has been appointed division engineer 
of the Western Carolina division, with the 
same headquarters. A. C. Parker, Jr., en- 
gineer maintenance of way at Jacksonville, 
Fla., has been appointed division engineer 
of the Tampa division, with headquarters 
at Tampa, Fla. A. C. Low, Jr., engineer 
maintenance of way at Atlanta, Ga., has 
been appointed division engineer of the 
Western division, with the same headquar- 
ters. L. H. Kelley, roadmaster at Troy, Ala., 
has been promoted to division engineer of 
the Waycross division, with headquarters 
at Waycross, Ga. J. L. Williams has been 
appointed division engineer of the Ocala 
division, with headquarters at Ocala, Fla. 


JERSEY CENTRAL — The Engineering and 
Property departments have been consoli- 
dated under the jurisdiction of Chief Engi- 
neer B. J. Minetti. P. M. Parker will con- 
tinue as property manager. 


LOUISVILLE & NASHVILLE—M. A. McGee, 
division engineer at Ravenna, Ky., has been 
transferred to Louisville, Ky., succeeding 
R. C. Young, Sr., who retired recently. W. P. 
Jones, draftsman, has been promoted to 
assistant engineer on the Louisville divi- 
sion, at Louisville, succeeding K. J. Ludwig 
who has been transferred to the special en- 
gineer’s office there. J. Rosby Arnett has 
been appointed assistant track supervisor 
at Mobile, Ala. 


NEW YORK CENTRAL—William J. Kernan, 
district engineer at Syracuse, N. Y., as been 
promoted to assistant engineer maintenance 
of way, with headquarters at New York. 
Mr. Kernan is succeeded by Charles T. Pop- 
ma, district engineer at Detroit, Mich., who 
is in turn succeeded by Harry B. Berkshire, 
assistant district engineer there. Mr. Berk- 
shire is succeeded by Paul K. Cruckshank, 
division engineer at Jackson, Mich., who is 
replaced by John C. Houston, division en- 
gineer at St. Thomas, Ont. William Baer- 
thiein, district methods engineer at Syra- 
cuse, has been promoted to division engi- 
neer at Chicago, succeeding John Stang, 
whose transfer to St. Thomas was noted in 
the October issue. 


NORTH WESTERN—L. E. McCosky, assistant 
supervisor bridges and buildings at Green 
Bay, Wis., has been promoted to supervisor 
bridges and buildings at Eau Claire, Wis., 
succeeding C. H. Sinclair who is returning to 
his former position of assistant supervisor 
bridges and buildings at Milwaukee, Wis. 
ROCK ISLAND—D. C. Gerstenberger, ficct 
manager, Chicago, has been promoted to 
general supervisor work equipment there, 
succeeding James Hope, engineer work 
equipment, Chicago, who retired on Sep- 
tember 30 after 34 years of service. K. J. 
DeCamp, assistant engineer work equip- 
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T. L. Fuller A. E. Cawood 
sp New Haven 


ment, Chicago, has been appointed assistant 
general supervisor work equipment there. 
W. E. Roberts has been appointed welding 
supervisor at Chicago. 


SANTA FE—J. W. Conroy, division engineer 
of the Los Angeles Terminal and Harbor 
district, has been transferred to the Los 
Angeles division, succeeding E. L. McDonald 
who has retired after 43 years of service. 
Mr. Conroy is succeeded by Raymond E. 
Clancy, division engineer at Temple, Tex., 
who is in turn succeeded by Joseph J. 
Parrish, assistant division engineer at San 
Bernardino, Calif. A. H. Renee, Jr., has 
been appointed roadway assistant at Los 
Angeles, succeeding W. Lb. Paul who has 
been promoted to assistant division engineer 
at San Bernardino, succeeding Mr. Parish. 
Andrew J. Dillard, roadmaster at Dodge 
City, Kan., retired recently after more than 
45 years of service. Elmer C. Honath, assist- 
ant division engineer at Amarillo, Tex., has 
been promoted to engineer of track design 
at Chicago, succeeding Martin J. Zeeman 
who retired on September 30 after 45 years 
of service. 


SOUTHERN PACIFIC—Thomas L. Fuller, as- 
sistant engineer of bridges at San Fran- 
cisco, Calif., has been promoted to engi- 
neer of bridges there, succeeding Victor R. 
Cooledge who has retired after more than 
34 years of service. 


Biographical briefs 





Albert E. Cawood, 46, who was recently 
promoted to assistant chief engineer of the 
New Haven at New Haven, Conn. (RT&S, 
Aug., p. 10), was born at Lynbrook, N. Y., 
and graduated from Rensselaer Polytechnic 
Institute in 1937 with a Bachelor of Science 
degree in civil engineering. Mr. Cawood 
entered the service of the New Haven in 
1935 as a rail inspector, subsequently serv- 
ing as chainman, rodman, inspector, transit- 
man and structural draftsman. He was 
promoted to bridge inspector in 1940, as- 
sistant bridge engineer in 1946 and engineer 
of structures in 1954. Mr. Cawood was 
further promoted to assistant to chief en- 
gineer in 1958, the position he held at the 
time of his recent promotion. 


NEWS ABOUT PEOPLE 


W. M. Jaekle W. J. Jones ‘ 
SP SP ; 


William M. Jaekle, who was recently pre 
moted to general manager, Pacific Lines, 
the Southern Pacific at San Francisco, 
Calif. (RT&S, July, p. 10), graduated from 
Stanford University in 1934. He entered 
the service of the SP in that year as a rod. 
man. After various assignments, including 
that of assistant division engineer on both 
the Salt Lake and Western divisions, he 
was promoted to division engineer on the 
Rio Grande division in 1943, serving als 
in that capacity on the Coast division. In 
1948 he was promoted to construction en- 
gineer on a line change in Oregon. Mr. 
Jaekle was advanced to assistant engineer 
maintenance of way and structures at San 
Francisco in 1951 and assistant chief eng- 
neer there in 1953. He was promoted to 
chief engineer, Pacific Lines, also at San 
Francisco, in 1955, the position he held a 
the time of his recent promotion. 


William J. Jones, 45, who was recently 
promoted to engineer maintenance of way 
and structures, Pacific Lines, of the South 
ern Pacific at San Francisco, Calif. (RT&S, 
July, p. 10), was born at San Antonio, Tet, 
and graduated from the Texas College of 
Mines and Metallurgy in 1935 with a Bach- 
elor of Science degree in mining engineet- * 
ing. Mr. Jones entered the service of the 
SP in 1940 as a rodman, subsequently serv. 
ing as instrumentman, draftsman, junio 
assistant engineer, head cost analyst, a 
sistant engineer and general track foremas, 
the latter at Colfax, Calif. He was pr 
moted to assistant division engineer at Bal- 
ersfield, Calif., in 1944, serving also in thi 
capacity at El Paso, Tex. Two years late 
he was appointed roadmaster at Lone Pim, 
Calif., later being transferred to Los At 
geles, Calif. Mr. Jones was promoted to 
senior assistant division engineer at Ogden 
Utah, in 1948 and division engineer at Sa 
ramento, Calif., in 1951. Two years late 
he was advanced to assistant engineer malt 
tenance of way and structures at San Frat 
cisco, the position he held at the time of hs 
recent promotion. 

John T. Collinson, 34, who was recemll 
promoted to engineer maintenance of way 
of the Eastern Region of the Baltimore! 
Ohio at Baltimore, Md. (RT&S, At 
p. 10), was born at Pittsburgh, Pa., ant 
graduated from Cornell University in 1 

(Continued on page 58) 
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Use UREABOR to maintain weed-free yards for safety. 
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PRS ihe ‘ 
Uneasor protects trestles from fire-hazardous weeds. 


Use of Uneazsonr keeps signal areas clear of weeds. 
10 was recently ne pote Coane 
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You can bet your budget dol/ars... 


UREABOR 


stops weeds 





A low rate of application effectively destroys weeds and grasses... 
prevents regrowth. Easy to apply...nothing to mix...no water to haul. 


Nonflammable, noncorrosive, nonpoisonous when used as directed. 


You can maintain weed-free areas anywhere at low cost, with 

the least amount of labor, by choosing UnEasor weed killer 

for the job... that’s a proven fact! But you get other benefits 

too! Service, for instance. Only capable, experienced field 
personnel promote the sales of UREasor. They can stretch 

your budget dollar for weeds because each man is thoroughly 
trained to solve every specific weed problem. You get sound 
advice, backed up by years of field experience, on how to make the 
most efficient use of our herbicide material. You also have 

a choice of hand-operated or power-driven mechanical spreaders. 
Equipment specifically designed to apply UrEasor to best advantage 
and to fit into every field use. 


As you may know, U. S. Borax & Chemical Corp. pioneered the field 
of dry herbicides... with particular emphasis on railroad 
requirements. Continuing research over the years has yielded 

our successful scientifically formulated herbicides. Each gives 
outstanding results on vegetation ...each makes use of 

the proved plant-destroying action of borates. So, for 

your weed problems, get the right answers. Get in touch 

with us today to get the most for your weed-killer dollar! 


mnnnnnnnnsteneee (BORAX 


630 Shatto Place, Los Angeles 5, California 





MECO :: new model MC rail and flange 
LUBRICATOR 


the 
gold ribbon % ff 
line 





the MECO 3 ===) aa 
.gold ribbon Me — t= gives dependable care-free 


line aT kde - lubrication everywhere it’s 
includes: E s needed, automatically 


In modern railroading everywhere includes; grades, switch 
points, guard rails and running rails, as well as curves — 
Everywhere that friction-forces are at work, new “advanced 
design” MECO lubricators will reduce friction to a whisper. 
Quadruples the life of rails and wheel flanges! 


HIGH-SPEED aS MECO lubricators cost less to install— Attach to standard 

BRUSHCUTTER ‘Ee ‘ : rail without special preparation. Once installed, a wheek 

“ oa activated mechanism dispenses just the right amount of 

grease through the even-flow distributing bars directly to 

the rail and wheel flange for waste-free, care-free lubrica 
tion, automatically. 


COST-CUTTING 
POWER RAIL LAYER 





presen ~ Ask f t the extra-profit facts on 
SWITCH POINT PROTECTOR as SK One Of our men to give you e extra- 
ain the “gold-ribbon” MEco lubricator. Or write direct for full 
a tty 


Pen. en information. 


a standard of quality, value, performance an service 
RAILWAY EXCHANGE BLDG., CHICAGO DIVISION OF POOR & COMPANY 
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Satisfied supervisors 


Not too long ago a chief engi- 
neer of maintenance observed that 
he thought railroad supervisory 
officers in general were too prone 
to boast of their accomplishments 
and were getting too lax in super- 
vising properly. He was speaking 
of all engineering officers from the 
chief engineer down. Undoubt- 
edly, he was being severe in his 
criticism, but there is more than 
agerm of truth in what he said. 

When supervisory officers are 
asked how things are going, he 
said, nine out of ten will reply 
“fine.” Perhaps this reply is given 
without too much thought or be- 
cause the officer had lapsed in- 
to the standard answer he gives 
whenever anyone inquires as to 
his health. At any rate, it infers 
that nothing seriously is wrong. 
The tenth man—the one who does 
not answer “fine”—has a prob- 
lem, is aware of it and is devoting 
his attention to solving it. 

Our chief engineer of mainte- 
nance questions whether it is ad- 
visable for supervisors to maintain 
an habitually satisfied attitude. 
When they go out in the field and 
observe work being carried out, 
should they look at only the things 
that are going alright, and then 
ades, switch § “sume they have their job under 
as curves— —§ proper control? Or, should they 
w“advanced § look for the things that are not 
o a whisper. § being done properly or could go 
s! wrong? 
to standard It is his contention that super- 
led, a wheel § visory officers, by the very nature 
it amount of Bf of their positions, should be look- 
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- ~— ing for ways for improving their 
free lubric® § nroperties and their methods of 

doing work. He would much 
aay rather have men who were never 


satisfied with the condition of their 
properties than those who are. He 
knows that men of the former type 
ae assuming responsibility. 
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OPINION 


Roads getting ‘plus’ 
value from machines 


Some fundamental changes have been taking place in track maintenance prac- 
tices as a result of mechanization. This is particularly true with respect to the 
amount of track surfacing being done. Using the advanced types of machinery 
available today it is possible for a handful of men to surface out of face a mile 
or more of track a day. 


Indications are that the availability of this equipment has had the effect of 
greatly increasing the amount of surfacing work being done. Many roads are 
endeavoring to put their out-of-face raising and surfacing operations on a cycle 
basis and to do a spotting or smoothing job on the track between cycles. A prac- 
tice that has grown rapidly in recent years is that of giving the track a light out- 
of-face raise, or “skin lift,” which requires little or no ballast. 


Track men on those roads that have been doing an increased amount of sur- 
facing say the result has been to upgrade the riding qualities of the tracks from 
the standpoint of line and surface. It certainly can be expected to produce a 
more uniform track over an entire railroad. Track men also say that the practice 
of keeping the track in better line and surface has the effect of prolonging the 
service life of the rails and ties. 


Here is a case where the railroads are getting a “plus” value from mechaniza- 
tion. Only a few years ago the output of a large surfacing gang could be measured 
in hundreds of feet a day. Now the production of a gang of only eight or nine 
men can be counted in terms of thousands of feet a day. The resulting sharp re- 
duction in the cost has made it possible to increase the surfacing work done to an 
amount that old-time track men never dreamed would ever become economically 
feasible. In other words, whereas the mechanization of surfacing work was 
first undertaken merely as a means of reducing the cost of the relatively limited 
amount of such work then being done, the final result has been to give the rail- 
roads a new tool for improving the riding qualities of their tracks on a system- 
wide basis. 


Like anything else, of course, track-surfacing, no matter how economical it 
may be, has its limitations as a means of maintaining the riding qualities of the 
track. It is not a cure-all for all track ills. There may be a temptation, for ex- 
ample, to use low-cost surfacing, involving the application of labor but little or 
no materials, as a substitute for new rail and crossties. As a temporary expedient 
this practice could, conceivably, be employed as a means of tiding over a piece 
of track with a bad tie condition. But such a practice, if carried too far, might 
prove more costly in the long run than correcting the basic condition. 


Rail and tie renewals on the railroads as a whole have prevailed at extremely 
low levels for a number of years. Yet the standard of maintenance of most lines 
does not appear to have suffered appreciably. Perhaps this is partly because the 
railroads are doing more track surfacing than in past years. Eventually, of 
course, it will be necessary to strike a balance between the application of ma- 
terials and of labor. 
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TIE PLUG 
INSERTER 


Now one man can insert 38 to 40 tie plugs 
in just one minute! 


Speed up your rail renewal program, and cut the cost of manually plugging 
old spike holes, with the new, self-propelled Fairmont W104 Tie Plug 
Inserter—the industry’s first mechanical device for setting and driving 
tie plugs. 

Compare the savings in time and money between slow, manual tie plug- 
ging, and the new, split-second, mechanical method. Plugging three holes 
per tie, one man and the Fairmont W104 can insert 38 to 40 tie plugs in 
just one minute. And compare the difference in workmanship and quality 
between plugs set and driven by hand .. . and plugs set and driven uni- 
formly with one strong hydraulic blow of the Fairmont W104. 


Any way you compare it, the new Fairmont W104 Tie Plug Inserter can 
save you money and man-hours—and give you a better job in the bargain! 
Plan now to put the Fairmont W104 to work with your rail gangs. Call 
or write for full information. 


Fairmont equipment is available on lease. 
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W71 SERIES A TIE SPRAYER. 
Fast, economical automatic spray 
coater for protecting newly 
adzed tie surfaces. Operated 
by one man in either direction. 
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W88 SERIES B TIE BRUSH. 
One-man operation. Power- 
driven wire brush is positioned 
to sweep the tie plate area 
thoroughly. Self-propelled. 


W89 SERIES A CRIB RE- 
DUCER. One man can dig 
crib ballast for a gang of 50 
men. Moves back and forth, 
from crib to crib, hydraulically. 


RAILWAY TRACK and S$ 











e Fairmo 


drives tie 
niformly 


jle hydra 


‘FAIRMONT RAILWAY Veh ne) Si hae) t-te) 0-Ga4)) 
Fairmont, Minnesot ‘ 


ef 


a « 


RAILWAY TRACK and STRUCTURES NOVEMBER, 1960 





OVERDRIVE-STOP 
assures proper ap- 
ation — every- 
titge. Custom man- 
vidxtured to fit all 
rail regard- 

less condition. 


STRIKING FACE pro- 
ides a pérfect tar- 
ge for fox, accu- 
raté\ppplicafion by 
men o« machines. 


oreater 


aXe) Connery 
power 


is only one 
reason why 


You get greater rail gripping power — up to 4 times 

greater than tie-in-ballast! You get greater bearing 

area — up to 5 times more contact surface. Track creep- 

ing, due to stresses of traffic or thermal changes, is 

stopped cold with this exclusive T-POWER combination. 

Result: Greater protection for switch points, rail joints, turn- 
outs and frogs, on conventional or welded rail. 


There are many more reasons why FAIR is the world’s largest 
selling rail anchor. Ask one of our men to give you the T-PoweErful 


story or write for a complete bulletin. 
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NEWS NOTES... 


. .. @ resume of current events throughout the railroad world 


Any threat of a strike resulting-from the bitter dispute over work rules between 





the railroads and the five operating unions has been averted for at least 15 months. 





The railroads and the brotherhoods have agreed to submit their differences to a 
Presidential commission. This agreement was negotiated by Secretary of Labor 
James P. Mitchell, who obtained concessions from both sides. The commission will . 
be comprised of 15 members, with each side nominating five members and the re- 
maining five, representing the public, to be appointed without any consultation with 
either side. The commission is to begin work between January 1 and 15 and its 





recommendations are expected by December 1, 1961. This deadline may be ex- 





tended up to three months by agreement. 


The Erie-Lackawanna merger surmounted another hurdle on October 12 when 





Judge Thornton of the Federal District Court at Detroit indicated he would not en- 
join consummation of the merger, but would issue a temporary restraining prder to 





prevent the consolidated company from changing the status of the employees. The 





Railway Labor Executives Association had filed suit on behalf of the M/W employees 
asking the court “to suspend, enjoin and set aside"’ the ICC's order approving the 
merger. The RLEA contended that the Commission had violated provisions of the 
























ICC Act when it left the Erie-Lackawanna with the alternative of giving severance 
pay to employees affected instead of instituting a job freeze. Judge Thornton also 
indicated that he believed a special three-judge court could be convened by Novem- 





ber 15 for an expedited hearing of the case on its merits. 





An increase of $5 million in net income for Class | railroads is estimated by the 





AAR for August compared with August 1959. The estimate put the August net at 





$30 million compared with 1959's $25 million. For this year’s first eight months, 
however, the estimated net income was off $86 million from last year—$277 million 
compared with $363 million. Thirty Class | roads failed to earn their fixed charges 
in this year's first eight months. 


Large-scale mergers are the railroad industry's best hope for a prosperous fu- 





ture, James M. Symes, PRR chairman told a convention of southern business leaders. 
The exact number of systems is not important, he said, but it should be somewhere 
between 7 and 11 streamlined systems. He visualized two or three such systems in 
the North, three to six in the West and two in the South. 


End of passenger service on the Pennsylvania-Reading Seashore Lines is sought 





in a petition filed last month with New Jersey's PUC. The road had earlier refused 
to sign contracts with New Jersey's Division of Railroad Transportation under which 
the state is seeking to keep ‘‘essential’ suburban service operating. A 1959 pas- 
senger loss of over $3 million is too big to be overcome by the proposed $277,000 
payment under the state program, the road said. 


Troubled with loose fit of spikes in tie plate 


holes?... Plate cutting of ties... wave 
inthe rail... Irregular gage? 
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The common 5%” square shank cut spike may take any 
one of the various positions shown in cross-section at 
the line spike holes of the tie plate, which are scat- 
tered about this page. A reduction in size of the holes 
will not correct this trouble, as exhaustive tests of cut 
spikes in the smaller 11/16” square lag holes have 
proved. 


Only LOCK SPIKES completely fill the holes by com- 
pression of the spread shank—firmly holding the 
plates to the ties under spring tension. Plate cutting 
is overcome—Rail is held to gage and line. 


Rail Lock Spikes and Gage Lock Spikes are rail spikes 

as well as plate fastenings. Rail Lock Spikes also take 

up the play between the width of the rail base and the 

tie plate shoulders. The slight protrusion on the spike 

head at the tie plate surface binds against the edge 

of the rail base and forces the opposite shoulder into 

contact with the rail base. This action slightly skews 

the tie plates, as shown in the illustration below, and GAGE 
binds the rail at all four corners of the plate shoulders, LOCK SPIKE 
as indicated by the arrows. Complete elimination of 

play in the spike holes of a tie plate and between the 

shoulders is accomplished. 


RAIL 
LOCK SPIKE 


ros ore BERNUTH, 
nerare | J) oii §LEMBCKE CO., INt 


LOCK SPIKE 420 Lexington Avenue 


New York 17, N. Y. 
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Armco Pipe Piles Help Straighten 


The Torcer Loop 


Eighty miles east of El Paso, Texas, the Southern Pacific 
recently relocated their main line connecting Los Angeles 
and New Orleans. In so doing, the railroad eliminated the ARMCO DRAINAGE & METAL PRODUCTS, INC. 
circuitous Torcer Loop, constructed in 1881. Built on curves 7740 Curtis St., Middletown, Ohio 

from 4 to 10 degrees, this loop was expensive to maintain (Send me more information about Armco Foundation 

AGE due to excessive rail wear. Products for bridges and buildings. 

K SPIKE Two large canyons had to be crossed by the new line and (1 Have an Armco Sales Engineer call for an appointment. 
Armco Steel Pipe Piles were chosen to support bridges over 
them. The piles, 16 inches in diameter with %e-inch side- 
walls, were driven open end to between 30 and 35 feet pene- Address__ 
tration. One completed bridge is shown in the photograph. 

For details about how Armco Foundation Products can 
help you, call your nearby Armco office or fill out the coupon 
and mail it to: Armco Drainage & Metal Products, Inc.. 
7740 Curtis Street, Middletown, Ohio. 


ARMCO DRAINAGE & METAL PRODUCTS 


Subsidiary of ARMCO STEEL CORPORATION 


OTHER SUBSIDIARIES AND DIVISIONS: Armco Division * Sheffield Division * The National 
Supply Company + The Armco International Corporation * Union Wire Rope Corporation 
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Name 








Company__ 
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WOOLERY “SNOWEEDER” | 
DESTROYS WEEDS and 
SNOW FAST! 





Separate Blower engine keeps heat 


at constant intensity when 


speed is reduced for clearing ice and snow 


from yards and switches 


The model WB-2-F (illustrated) has automatic trans- 
mission with torque converter; constant blower speed 
regardless of rate of travel; an all steel cab with 
safety glass, two entirely separate brake systems and 
a final drive with chains and sprockets located outside 
the wheels for easy adjustment. A separate 15-H.P. 
air-cooled engine is used to drive the blower. 


WOOLERY 


e 29th & COMO AVE., S.E. 


ESTABLISHED 1917 
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Other Woolery Burners include the Model COE which 
burns to a width of 25 feet using five burners, the PB-B 
3 burner portable and the AB single burner portable. 


Woolery also manufactures tie cutters, tie end removers, 
bolt tighteners, spike drivers, track tool transporters, motor 
cars and joint oilers. Literature and specificati 
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e MINNEAPOLIS, MINN. 
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for 
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 RIBBONRAIL” 


SERVICE EQUIPMENT 








Anew RIBBONRAIL Service—an entirely OXWELD RAILROAD DEPARTMENT 





E new approach to the best-known, most depend- 

Y able rail welding system known today—de- SS 
signed to increase your production and cut rail 

N. welding costs. Watch for the announcement. “Linge”, “Onweld”, and “Union Corside” ove trate sendin, 
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Put bridge protection 
in your 1961 budget now 


It’s time right now to think about your bridge protection needs for 
next year. Too often these projects come as critical emergencies 
involving unnecessary costs and even traffic interruption. 


Dearborn’s NO-OX-IDs make such jobs physically easy—and easy on 


your budgeting, too . . . save up to half and more in dollars and time 
on most bridge coating operations. 


They give one-coat, long-lasting mechanical and chemical protection . . . 
contain special bonding and wetting agents . . . require less surface 
preparation . . . adhere well even over old paint. 


A Dearborn engineer will be glad to help set up your 1961 bridge 
protection program and to give you cost-saving figures. 


DEARBORN CHEMICAL COMPANY 


General offices: Merchandise Mart, Chicago 54—Dallas - Des Plaines, Ill. - Ft. Wayne - Honolulu 
Linden, N.J. + Los Angeles - Nashville - Omaha - Pittsburgh—Toronto - Havana - Buenos Aires 
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Railroad M/W 


practices in Russia... 


...as seen and 
photographed 
by an American 


railroad engineer 


@ Railroads in Russia are “at least 
some twenty or more years behind our 
progress.” But all employees of the 
Russian railroads have “that certain 
desire . . . to become the best transpor- 
tation organization in the world.” And 
if railroad men in this country get the 
idea they have reached a railroad 
“Utopia” and begin to rest on their 
laurels, “then look out, as in not too 
Many years ahead the Soviet machine 
will certainly pass us by.” 

These statements were made by a 
man who had just spent a month be- 
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THIS TRACK is laid with continuous rail 
and poststressed concrete ties. Note 
white stones along ballast toe lines. 


FASTENINGS used with concrete ties. 
Rail welds were “not easily discernible 
by visual observation.” 
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HAND-HELD vibratory tampers, used by large surfacing gangs, are modeled after the 


familiar Jackson tamper, but a Russian is given credit for inventing them. 


hind the Iron Curtain inspecting the 
Russian railroad plant. He is Frank 
R. Woolford, chief engineer of the 
Western Pacific, and he was speaking 
before a joint session of the Road- 
masters’ and Bridge & Building con- 
ventions at the Conrad Hilton Hotel 
at Chicago on September 20. 

Mr. Woolford had visited the Soviet 
Union as a member of an exchange in- 
spection team of American railroad 
men. The group departed from New 
York early on the morning of May 26 
and arrived in Moscow on May 30. 


Between that date and July 1, when it 
left the country, the inspection team 
was taken on a 6000-mile conducted 
tour of Russian railroads. During this 
time Mr. Woolford had the opportu- 
nity of observing and photographing 
railroad facilities, practices and equip- 
ment. 

In the course of his travels in Eu- 
rope Mr. Woolford took more than a 
thousand photographs. About a hun- 
dred of them were shown as slides dur- 
ing his address. A selection of these is 
reproduced with this article. 
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NEW TRACK PANEL being placed in position a 


M|W p ra ctices in Russia cont’d men measure distance from other track. E,. | 


tire operation required 106 men. 


TRACTOR smooths ballast in preparation for 
new panels. Ballast had been cleaned in ¢ 
(See photos lower right, opposite page.) 


TRACK RENEWAL by panel method. This view shows panel of old track being lifted 
out of ballast and loaded on crane car. These are wood ties. 





CONCRETE TIES as positioned and spaced ready for assembly into CRANES used in handling concrete ties at panel-assembly plant. 
track panels on assembly-line basis. Location of plant is Reshetnikoyo, north of Moscow. 
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DRIVING rectangular prestressed concrete cat- 
enary pole with vibratory pile driver. Pole 
20 ft long was driven to within 18 in of ground 
in about 7 min, according to Mr. Woolford. 


tion in bling track panels. As here, 
women are widely used for heavy work. 





4 BOLTING of plates to rails is first opera- 
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CLEANING BALLAST in preparation for renewing track. View above shows dirt 


being discharged. Photo below shows how machine undercuts track. 
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BALLAST CLEANER winches itself forward by — bap senses ‘> 
to track. Note track has been jacked up ah 
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For more than a year the Penn- | 
sylvania has had a Matisa ballast | 
cleaner at work undercutting the track | 
and cleaning the ballast at various lo- | 
| cations onthe system. Mainly, the ma- | 
| chine has been working at locations | 
where repeated raising of the tracks | 
| has created problems at overhead | 
| and railroad bridges. The method is 
not only more economical than rais- 
ing the bridges, says the road, but it 
improves drainage and provides ma- 
terial for building up the shoulders. 








































@ Through the use of equipment 
that undercuts the track and cleans the 
ballast at the same time the Pennsyl- 
vania has tackled a series of problems 
that has been in the making for many 
years. And experience is that the 
equipment is not only solving the prob- 
lems but is doing it in an economical 
manner. 

The problems referred to have come 
about as a result of repeated out-of- 
face raising of the track. The result 
is many locations where clearances 
have been reduced at overhead 
bridges. At many other locations, ap- 
proaches to railroad bridges have been 
raised to the point where they cannot 
be raised further without raising the 
bridges. 

A related problem is produced when 
repeated raising of the track causes 
the ballast section to “outgrow” the 
embankment. “We have hundreds of 
miles of railroad where we’re going to 
have to raise the embankment if we 
keep on raising track,” says C. J. 
Henry, the PRR’s chief engineer. 

The railroad was thus faced with 
two alternatives: It could either raise 
bridges and embankments as necessary 
to adjust to the track conditions, or it 
could lower the tracks at the trouble- 
some locations. 

The latter alternative would obvi- 
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ously be preferable if means could be 
found for undercutting the track eco- 
nomically. Officers of the road felt 
that what was needed was a means of 
undercutting that would keep abreast 
of a heavy maintenance gang for do- 
ing follow-up raising and surfacing. 
This meant that the rate of progress 
would have to be about a half mile a 
day. 

In the late "Forties the PRR had had 
experience with the Matisa ballast 
cleaner which undercuts the track as 
part of the cleaning operation. This 
machine has an endless digging and 
conveyor chain that is threaded under- 
neath the track to excavate the ballast 
and carry it by conveyor belts for de- 
livery to vibrating screens. The cleaned 
ballast is returned to the track im- 
mediately behind the machine and the 
dirt removed from it is discharged to 
the right of way by a conveyor 
mounted on a swivel-type boom. The 
machine makes a minimum cut of 11 
in. It is moved forward when clean- 
ing ballast by a winch mounted on the 
machine, which reels in a cable an- 
chored to the track ahead of the unit. 

Using one of these ballast cleaners 
on a contract basis, the railroad figured 
it could undercut the track and clean 
the ballast at a cost of about $1,000 
per mile. Since this is the approximate 


How PRR saves by undercutting 


cost of the new ballast that would be 
required if the track were raised, it 
was reasoned that the saving in ballast 
would pay for the cost of using the ma- 
chine. 

On this basis the road concluded 
that in the majority of instances it 
would be more economical to cut down 
the approaches to a bridge for about a 
half mile each way than to raise the 
bridge. Actually, according to the 
railroad’s engineering officers, there 
have been occasions when it has been 
necessary to spend well in excess of 
$20,000 to raise a bridge. Where the 
structure involved is a stone arch, the 
cost of raising the ballast retaining 
walls to permit the track to be raised 
across the structure may run as high 
as $50,000 or even more. 

In view of these considerations the 
PRR started last year to use a Matisa 
ballast cleaner for lowering the track 
grade at various locations, and has 
continued to use it this year. Gen- 
erally speaking the aim is to lower the 
track 2 in to 3 in. This is achieved by 
jacking up the track 5 in or 6 in ahead 
of the ballast cleaner, blocking it in 
that position, undercutting to a depth 
of 11 in with the ballast cleaner, then 
giving the track a 3-in raise on the 
cleaned ballast. The amount the track 
is lowered can be varied by changing 
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tracks at bridges 


the amount the track is jacked up, or 
the final raise, or both. 

The practice generally is to coord- 
inate the undercutting operation with 
tie-renewal and out-of-face surfacing 
work. Since all of the undercutting 
work is being done in multiple-track 
territory the practice is to obtain the 
use of the track for this work for pe- 
riods ranging from 4% to 6 hr. Prog- 
tess has averaged about 2000 ft per 
day. 

Manpower used in the undercutting 
and cleaning operation includes two 
men furnished by the contractor, one 
operating the ballast cleaner and the 
other operating the winch. In addition 
to the foreman, railroad personnel at 
the ballast cleaner consists of two la- 
borers, one guiding the ballast-return 
chute to obtain proper distribution of 
the material across the track, and the 
other manipulating the dirt conveyor. 

The cutting down of the approaches 
to Bridge 1514, affords an example of 
the use of the ballast cleaner for this 
type of work. This bridge is located on 
the Pittsburgh-Chicago main line in 
double-track territory west of Wooster, 
Ohio. The problem here was due to 
the fact that the eastbound track had 
been raised to the point where it had 
become necessary either to cut down 
the approaches or raise the bridge, 
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THE RAILROAD figures that the savings from clean- 
ing and re-using the ballast pay for use of machine. 


which is a multiple-span through-truss 
structure. Since economics were on 
the side of undercutting this procedure 
was decided on. 

The undercutting operation was 
started about a half mile from one end 
of the bridge and carried up to that 
end of the structure. The equipment 
was then moved across the bridge and 
the work resumed, being carried the 
same distance beyond the structure. 
No tie renewals were made. 

Lead unit in this undercutting op- 
eration was a Nordberg Power Jack 
which raised the track just enough to 
“crack” the ties. The ballast cleaner 
then undercut the track 11 in, after 
which a raise of 5 in was made on the 
cleaned ballast. The result was that 
the track was lowered about 6 in. 

The raise of 5 in was made in two 
stages. After the final raise the track 
was allowed to settle under traffic. It 
was then surfaced twice more to assure 
the desired compaction of the ballast 
under the ties. 

An example of the use of the equip- 
ment for lowering tracks under over- 
head bridges is afforded by a project 
carried out at Cleveland, Ohio. Here 
Kinsman street, a four-lane thorough- 
fare, is carried across thirteen yard 
tracks of the PRR’s Kinsman Street 
yard and two main tracks on a multi- 


ple-span through-truss bridge. A need 
for increased clearance under the 
bridge came about as the result of the 
introduction of new types of rolling 
stock. 

To get the increased clearance, it 
was decided to lower the tracks a max- 
imum of 18 in, using the Matisa ma- 
chine. Since the ballast in the yard 
tracks consisted of fouled engine cin- 
ders, this material was removed by the 
undercutter and loaded directly into 
gondolas for disposal. The main tracks 
had crushed stone ballast, so this ma- 
terial was cleaned and returned to the 
track. 

To get the required 18-in reduction 
in grade, the tracks were undercut a 
total of 24 in with a maximum of three 
passes being made and then raised 6 
in on slag ballast. Ties were renewed 
in connection with the work. The rail- 
road figures that substantial savings 
were effected compared with the cost 
of raising the bridge. 

PRR engineers point out that the 
practice of undercutting the track has 
other advantages besides solving prob- 
lems created by repeated track rais- 
ings. For one thing, they say, it results 
in better drainage of the track section. 
For another, they add, it provides ma- 
terial for building up the track should- 
ers. 
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1 Drift bolts are pulled from one chord 

by hydraulic bolt puller to permit 
shifting. Ties have already been spread by 
deck liner and deck stripped of guard rails. 


> 


Chord is shifted outward to permit 
driving the No. 3 piles. Head of hy- 
draulic ram of deck liner bears against the 
running rail in this operation. 


Hydraulic 
tool 
speeds 
pile 
driving 


@ Pile-driving work on the Great 
Northern in connection with pro- 
grammed trestle-redriving operations 
is being carried out at a much faster 
clip these days than in the past. For- 
merly, the driving of 20 piles in a 
bridge carrying main-line traffic was 
considered a good day’s work. Now a 
crew will drive an average of 33 piles 
a day, according to officers of the road. 
They point out that this increased pro- 
duction, achieved with a smaller num- 
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By adapting the Fairmont deck liner to a new use—shifting 





ber of men, means that substantial 
economies are being realized. 

Key to the greater production is the 
adaptation of a hydraulic tool to a 
task for which it was not originally 
visualized. The tool is a hydraulic 
deck-liner which forms part of an as- 
sembly of hydraulic tools developed 
by Fairmont Railway Motors espe- 
cially for use in making repairs to 
timber trestles. Early this year the 
GN obtained one of the deck-liners, 
along with several other tools com- 
prising the outfit and a hydraulic 
power plant developed for use with 
them. The other tools acquired con- 
sist of a bolt puller, an impact wrench 
and a bolt cutter. 

The deck-liner was obtained pri- 
marily for lining the decks of open- 
deck bridges and for holding brace 
planks snugly against the piles while 
they are being bolted. Experiments 
with the tool indicated to the road that 
it could be used for shifting the timber 
stringer chords of trestles when driv- 
ing piles. It was observed, further, 
that use of the deck-liner made it pos- 
sible to perform this work faster than 
was formerly possible. By adopting 


the device for this purpose, GN offi- 
cers say they are securing greater 
utilization of a pile-driving outfit, as 
well as minimizing the cost of work- 
train crews. 


Piles driven out of face 


It is the practice of the GN to sched- 
ule its pile-driving work so that the 
outfit and operator can work progres- 
sively in an out-of-face procedure over 
the railroad. This work is carried out 
independently of other bridge work, 
such as the installation of new caps, 
the application of cross and sway brac- 
ing, and deck work, which is done 
later. 

For driving piles on its Lines East, 
the GN uses a Syntron K-12 diesel 
hammer with an American 40-ton 
crane, converted for use as a pile 
driver. Other hydraulic tool units ac- 
companying the pile-driver outfit in- 
clude the impact wrench and the bolt 
puller. 

When redriving a trestle, it was the 
road’s former practice to drive all piles 
for one bent before starting on the ad- 
jacent one. The procedure was to shift 
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After all the No. 3 piles have been driven on the bridge 
the deck liner is moved to the top of the cap for pushing 
the chord over to enable the No. 2 piles to be driven. 


Hydraulic power unit is carried on push car with other 
hydraulic tools. At this point the pile driver is driving No. 
1 piles. Piles 4, 5 and 6 will then be driven. 





reduced work-train expense 








the bridge ties and stringer chords to 
permit the driving of the No. 3 and 
No. 4 plumb piles (of a six-pile bent), 
shift the chords again to drive piles 
No. 2 and 5, then shift the chords 
back to their original positions and 
drive piles No. 1 and 6. The chord 
shifting was done by using two track 
jacks. 


How work is now done 


Present practice is first to drive the 
No. 3 piles of all bents of a bridge. 
This is followed by driving all the No. 
2 piles, then the No. 1’s, 4’s, 5’s and 
6’s in that order. A day in advance of 
the driving, three men strip the bridge 
deck, removing the outer timber guard 
tails and the inner T-rail guards. The 
impact wrench is used for removing 
and setting the lag screws in the outer 
timber guard rails and the bolt puller 
is used for pulling drift bolts from the 
Stringers as well as the boat spikes 
from the guard rails and ties. The 
crew also spreads the bridge ties, using 
the deck-liner unit, at the points where 
the new bents are to be driven. It also 
pulls the drift bolts, using the bolt 
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puller, from the stringers of one chord 
leaving only an occasional bolt to hold 
the chord in line. 

Meanwhile, three other men erect 
staging beneath the deck at a level 
convenient for making pile cut-offs. 
Details of this staging are given on the 
following page. 

The pile-driving work begins the 
following day. The remaining drift 
bolts of four-ply chord No. 1 are re- 
moved and the deck-liner is placed be- 
tween the two chords and used to jack 
chord No. 1 outward. Working in 
back-up position, the pile driver then 
drives the No. 3 piles for all new bents. 
A three-man crew follows behind and 
jacks chord No. 1 toward the center of 
the cap and close to chord No. 2. This 
is done by placing the deck liner on 
the cap with the ram end of the device 
pushing against a chain secured be- 
neath the cap to one of the old piles. 

After completing the driving of all 
No. 3 piles of the bridge, the pile 
driver proceeds to drive the No. 2 
piles for all new bents. While these 
are being driven, the deck-liner unit 
is lifted to the deck and is used to push 
chord No. 1 back to its normal loca- 


tion. This is done by placing the ram 
end of the hydraulic tool against the 
base of the opposite running rail and 
jacking the chord away from center. 
The chord is then drift-bolted in place. 
The No. 1 piles are then driven. 

In a similar manner the deck-liner 
is used to shift chord No. 2 when driv- 
ing piles No. 4, 5 and 6. 

When driving piles, the road now 
uses a bridge crew comprised of a 
foreman and nine men. Before start- 
ing to use the hydraulic bridge tools, 
six or eight additional men were re- 
quired for stripping and opening up 
the deck, using hand tools and jacks, 
or else the pile driver would be stand- 
ing idle, incurring unproductive ex- 
pense for both the machine and the 
train. 

While the power unit and deck-liner 
are being used by the pile-driving 
crew, the road found that the other 
hydraulic tools were needed by an- 
other bridge gang. To provide the 
power necessary, the Great Northern 
assigned a truck equipped with a hy- 
draulic boom to the crew and utilized 
the power pump of that machine to 
power the tools. 
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STAGING, hung from special steel! brackets, is provided at a con- 
venient height for men when making pile cut-offs. 


The Great Northern has taken a hard look at some of 
its other pile-driving practices with the view of improvi 
and speeding up that work. Out of these observations ang 
studies, it has developed some simple devices which fg 
cilitate the work. Two of the most noteworthy are a 
special car stake that facilitates the unloading of piles from 
cars and a steel bracket for the speedy erection of staging. 





Special car stake 


The car stake is used when unloading piles 40-ft long 
and shorter. The longer and heavier piles are unloaded by 
a crane. The stake is of steel and is hinged at the lower 
end. Two of them replace the end wood stakes on one 
side of a loaded car. They are held upright by a rope and 
length of chain slung over the load and hooked into stake 
pockets on the opposite side of the car. 

In preparation for unloading a car of piles, long-handled 
saws are used to cut the intermediate wood stakes on the 
side having the steel stakes. The men doing the sawing 
work safely from the ground at the end of the car and be- | 
yond the ends of the loaded piles. Also, the lower tie wires 
used in the tiers of piles are cut. 

At this point, the piles are being held under load by 
the wood stakes on one side of the car and by the steel 
end stakes on the other side. Men at each end of the car 
then cut the ropes of the steel stakes, and the load spills out 
on the ground, rolling down the special steel stakes without 
damage. Any piles remaining on the car are unloaded by 
men using peavies. The piles are then sharpened by 
making cuts on four sides with chain saws. 





Staging hangers 


The brackets used for the staging are steel hangers for 
providing a more stable working surface than the former 
hanging platforms held by rope slings, which had a ten- 
dency to sway under foot. The steel hangers are applied 
to the field sides of the outer batter piles and are hung on 
bolts screwed into the piles at a level convenient for men 
making pile cut-offs. 

The hanger is L-shaped in design. The hanger upright 
has a hole large enough for it to be slipped over the head 
of the bolt in the pile. Above this hole is a vertical slot 
which is slightly wider than the shank diameter of the bolt 
by which the hanger is supported. This provides a secure 
fastening without any possibility for the hanger to slip of 
the bolt. The projecting base of the hanger is formed s0 
as to provide two rectangular openings into which 4-in by 
6-in timbers can be thrust. 

After the hangers have been applied to all bents, timbers, 
long enough to span the distances between bents, are 
threaded through the hanger openings. One end of a tim- 
ber is placed through the outer opening of the hanger and 
the other end through the inner opening. This providesa 
continuous support for the entire length of the bridge. 
Planks are then laid transversely between the supports to 
give a stable working surface wherever needed between 
bents. 

When new bents have been driven, new bolts are ap 
plied to the outer piles so as to be available for the erec- 
tion of staging throughout the life of the bents. The hangers 
are removed at the completion of the work at hand. 

Besides being safer than the rope slings, the road ft 
ports that its new staging is more easily erected. 


i 
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DIESEL CRANE places racks alongside track 
to be taken up. For movement fo site the 
racks are coupled by joining rail ends. 


@ Since the New York Central started 
taking up track in panels (RT&S, 
March, 1960, p. 47) it has made 
marked improvements in the methods 
and equipment used in this work. Re- 
sult: In taking up a single-track line, 
a team of nine men and three ma- 
chines is now capable of lifting and 
loading 60 panels a day. 

Key units in the new system are 
racks for receiving the panels as they 
are taken up. Each rack consists of a 
freight-car truck on which is bolted 
two rails. In preparation for taking up 
a section of single track the joints are 
disconnected and the rails are shifted 
longitudinally to square the joints. A 
number of the racks is distributed 
alongside the track at intervals of six 
panel lengths. A diesel locomotive 
crane is used to set them off. 

As the work of taking up the track 
progresses, starting at the outer end 
and working backward, a crawler 
crane sets the empty racks on the rails 
and then takes up and loads the panels 
on them. After each panel is loaded a 
rubber-tired tractor pulls the rack into 
position to receive the next panel. This 
procedure continues until a string of 
six racks has been loaded, each with 
six panels. The diesel crane then hauls 
the string of loaded racks to a yard lo- 
cation where the same crane loads the 
panels into gondola cars for shipment. 

The nine-man crew used in the op- 
eration consists of a three-man lifting 
gang, a three-man loading gang, and 
operators for the two cranes and the 
tractor. 

The new system was used in taking 
up about nine miles of track on the 
abandoned Auburn branch in New 
York. These panels were used in the 
construction of mining spurs. 
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Special racks speed 
track removal in panels 


TRACK is removed by crawler crane which returns racks to track one by one and then 
takes up track panels and loads them on the racks. When six racks have been loaded 
the diesel crane will haul them to point where they are loaded in gondolas for shipment. 


TRACTOR pulls rack for- 
ward as panels are 
loaded on it. Rack on 
ground will be next to 
be lifted on track to re- 
ceive the panels. 


SHIFTING panels from 
racks to gondola cars 
for shipment to point of 
use. These panels were 
to be used in construct- 
ing mining spurs. 
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Recent years have seen numerous new develop- 
ments in paints, with the result that the paint user is 
confronted with many strange terms. Ester gums, ma- 
leic coatings, alkyds, phenolic resins, epoxies, sili- 
cones, latex paints—these are some of them. This ar- 
ticle, based on an address presented before a meet- 
ing of painting and decorating contractors, explains 
the new developments in non-technical terms. 


By R. E. Gwyther 


Technical Manager, Industrial Maintenance Development 
The Sherwin-Williams Company 








Resins and their characteristics 


Linseed-oil paints: 


Ester-gum varnishes: 


Maleic coatings: 
Phenolic resins: 


Alkyds: 


Coumarine-indene: 


Catalyzed epoxies: 


Epoxy esters: 


Silicone coatings: 


Synthetic rubber: 


Chlorinated rubber: 


Latex paints: 


Durable in normal weather. 


Faster drying and earlier hardness, inexpen- 
sive, better than linseed-oil paints for interiors 
but not for exteriors. 


About the same as ester-gum varnish. 


Hard, tough film with some chemical and water 
resistance but discolors with age. 


Fast drying, durable on exterior exposures. 
Has good color retention for wood and metal 
surfaces but is inferior to phenolics in hardness, 
abrasion and chemical resistance. Not used on 
masonry except over an alkali-resisting sealer. 


Melts at comparatively low temperatures, dis- 
colors on exposure to sunlight. Has good alkali 
resistance. Used principally in aluminum paints. 


This is a two-package material which must be 
applied immediately after mixing. Produces a 
hard heavy film. Resistant to chemicals, in- 
cluding strong acids and alkalis, and to strong 
solvents. Fine for concrete floors and walls. 


Not as hard as catalyzed epoxy but has good 
intermediate grade of chemical resistance. Is 
fast drying, easy to apply and produces a hard, 
tough film. Except for chalking, it has good 
exterior durability. 


Have good resistance to heat. Hence silicone 
aluminum coatings are used on high-tempera- 
ture surfaces. Used in dilute solutions to water- 
proof concrete, leather, paper, etc. Highly 
water resistant. Not used for exterior surfaces 
unless cured by heat. 


Dries so rapidly it is hard to brush. Is resistant 
to acids and alkalis and successful as concrete 
coating. For exteriors it is used as undercoaters 
for concrete surfaces. 


Has outstanding chemical resistance and high 
resistance to water, acids and alkalis. Is dur- 
able on exterior exposures. Good for swim- 
ming pools, water-treating plants. 


Are low in cost, easy to apply and clean up, 
fast drying and have a low fire hazard, low 
odor and good alkali resistance. Used for both 
interiors and exteriors, but exterior wood sur- 
faces and chalky painted surfaces should be 
primed first with an oil primer. 
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@ The very earliest paints of which we frc 
have knowledge were the colored clays we 
the cave men used in drawing pictures an 
on the walls of his cave. Naturally, ad 
these had little resistance to the ele- oil 
ments and, except for some lucky ac- fis 
cidents, we probably would have no al 
record of them. 


In historic times, men launched a I 
search for a means of improving the se 
durability of paints. It was recognized wl 
early that a binder or vehicle of some Ov 
kind would have to be incorporated he 
with the earth pigments to achieve this gr 
aim. The Egyptians used natural ac 
pitches and resins for this purpose, | co 
and their successors employed waxes, 
animal fats, whites of eggs and even — WN 


skimmed milk. 

The search eventually led to linseed 
oil and references to this familiar oil - 
extracted from flax seed date back to ” 
the eighth or ninth century. 

Now I will stop the recitation of his- a 
tory at this point because I think lin- i, 
seed oil—the friend of paint makers bi 
for centuries—gives us a good point be 
of reference for a detailed discussion . 
of our subject. th 

All of us know and use linseed oil, 
but I wonder if we have ever stopped 
to think how interesting linseed oil is. 





Linseed oil paints 


Let me explain its qualities this 
way: The first requirement for any 
paint is that it must be a liquid ma- 
terial which can be spread on a sure “F 
face and will later become dry and 
hard. Linseed oil fits this description 
exactly. It is a liquid and, when spread 
in a thin film, it will harden. 

What makes it dry and harden? 
Nothing more nor less than the oxygen 
in the air which combines with the 
oil in a process known as oxidation. 
This is a highly significant character- 
istic of linseed oil for it means that 
it will produce a hard film anywhere 
there is air to interact with it. 

You will find, as we go further into 7 
this discussion, that this unusual dry- E 
ing ability of linseed oil is not limited 
to application in simple oil paints, but 
is broadly used to supplement drying 
properties of many other resins. 

Linseed oil is not the only drying 
oil that is used in making paint. There 
are several others which are used in 
large quantities. Soybean oil, derived 
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from the soya bean, is one. China- 
wood oil, also known as tung oil, is 
another. Castor oil is still a third. In 
addition to these and other vegetable 
oils, fish oil derived from salt-water 
fish, such as menhaden and sardine, is 
also widely used. 

For the purpose of this discussion, 
I shall confine my references to lin- 
seed oil simply because it is the oil 
which is most familiar. But do not 
overlook the fact that the other oils I 
have just mentioned share in some de- 
gree the characteristics of linseed oil— 
acting as a binder in the paint film and 
contributing to the drying of the film. 


Natural resins 


The earliest modifications of linseed 
oil were made with natural resins such 
as amber or balsam. 

Typical of such resins is the natural 
gum that comes from the pine tree. 
We know it as “rosin.” It is a hard, 
brittle material that certainly cannot 
be spread on a surface. How, then, 
can we use it in paint? The answer is 
that it can be dissolved. 

To dissolve resin, we use petroleum 
solvents such as mineral spirits or tur- 
pentine, or even gasoline. Once it is 
dissolved, we have a liquid solution 
which can be spread on a surface. Af- 
ter the solvent evaporates, the rosin 
returns to its original hard, brittle 
state. 

You recognize at once that we have 
here a new mechanism of drying, 
namely, drying by evaporation. This 
occurs much more rapidly than the 
oxidation process which dries linseed 
oil. 

Some products, such as lacquer, 
shellac and spirit varnish, dry only 
by evaporation. Others dry only by 
oxidation. Still others dry through a 
combination of the two processes. You 
will find as we go along that the va- 
rious mechanisms of drying are quite 
important and have a great bearing on 
the usefulness of the various resins. 


Ester gum 


A resin solution, once it has dried, 
does not leave a very satisfactory film. 
It is hard but brittle, and crushes easi- 
ly. It also softens when heat is ap- 
plied. Furthermore, it is acid in na- 
ture, a characteristic which affects 
many pigments adversely and which 
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also interferes markedly with the sta- 
bility of the paint in the can. 

Hence, a natural resin solution is of 
little use by itself, but it can be pro- 
cessed with linseed oil to produce a 
varnish which has useful properties. 

The first, step is to neutralize the 
acid nature of the rosin with glycerine. 
This step produces ester gum. The 
ester gum is then cooked with oil to 
make an ester-gum varnish. The re- 
sulting varnish is a simple solution of 
ester gum in oil and solvent. 

The properties of this ester-gum 
varnish are essentially the average 
properties of the oil and gum. The 
varnish dries both by evaporation of 
the solvent and by oxidation of the 
linseed oil. Partial drying occurs 
quickly by evaporation. After a longer 
period, the film hardens by oxidation. 
The film has earlier hardness because 
of the ester gum, and retains some of 
the toughness of the linseed oil. 

Compared with an oil paint, ester- 
gum varnish has the advantages of fas- 
ter drying and earlier hardness. The 
cost is reduced, particularly on a gal- 
lon basis because part of the gallon is 
now thinner. For many interior uses, 
the product is more satisfactory than 
linseed oil because of the faster drying 
and earlier hardness. However, for 
exterior use, it is not as durable as oil 
paint. In general, we can classify es- 
ter-gum coatings as inexpensive ma- 
terials which do a serviceable job 
where the use of more expensive coat- 
ings is not warranted. 


Maleic coatings 


Maleic coatings are first cousins to 
ester-gum coatings. Maleic anhydride 
is used as an improved means to put 
rosin and linseed oil together. In an 
ester-gum varnish, the resin and the 
oil are simply dissolved together by 
heating. Maleic anhydride improves 
this blending by tying the rosin and 
the oil together chemically. This in- 
creases the hardness and raises the 
melting point. 

We have in maleic coatings what we 
call a polymer, which is simply sev- 
eral small molecules tied together to 
produce a larger molecule. This large 
molecule is nearly solid to start with. 
It dries quickly by evaporation and 
requires less oxidation to become 
hard. 
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Maleic coatings are slightly faster 
drying and somewhat more durable 
than ester-gum coatings. However, 
they are not greatly better and must 
be considered generally in the same 
family as ester-gum coatings and to 
have the same general properties. 


Phenolics 


The phenolic resins were our first 
true synthetic resins. The first use for 
these resins was in making molded 
plastic objects, such as ash trays, foun- 
tain-pen barrels, etc. Phenolic resins 
are hard, and the hardness is achieved 
by baking at a high temperature. 

In pure form these resins are used to 
produce high-temperature baked coat- 
ings, such as linings in food cans. How- 
ever, to use them in architectural air- 
dry coatings, we must find other means 
to make them dry. 

How do we do this? We rely on our 
old friend, linseed oil. The phenolic 
resin is cooked with linseed oil to pro- 
duce a varnish. 

Again the properties of both in- 
gredients carry through. The oil con- 
tributes the air-drying ability and flex- 
ibility and toughness of film. The phe- 
nolic adds considerable hardness to 
the film and also greatly improves the 
water and chemical resistance of the 
film. 

Possibly the greatest weakness of 
phenolics is that they discolor on ex- 
posure or with age. In fact, they are 
yellow to start with. For architectural 
use, then, the principal application is 

(Continued on page 36) 
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CUTS COSTS OF 
SURFACING OPERATIONS 





_, Here are the advantages 
of using coordinated Nordberg 
machinery in out-of-face 


surfacing and Smoothin’' 


ORGANIZED MECHANIZATION has two vital parts. 
First, providing the best combination of equipment 
to do a given job, and second, coordinating that 
equipment into an efficient working team. 


The advantages of Organized Mechanization, uti- 
lizing Nordberg Mechanical Muscles include (1) 
Single source of responsibility for all machines; (2) 
Each machine is designed and built to work most 
efficiently with other Nordberg machines; (3) Max- 
imum parts interchangeability between machines; 
and (4) Training of operators is easier and abilities 
are readily transferred to operate all machines built 
and backed by Nordberg. 


Illustrated here are five Nordberg machines work- 
ing together smoothly as a team to do out-of-face 
surfacing and Smoothin’ in the best possible way 
and at lowest cost. 


In out-of-face surfacing, the self propelled Tamp- 
ing Power Jack, main unit of the Trak-Surfacer 
team, raises track, tamps ties to hold the raise, and 
provides propulsion power for itself and the Trak- 
Surfacer. In this operation, the T’irak-Surfacer uses 
a stretched wire 125 feet long to form a reference 
line for the top of the grade rail. Following right 
after, the improved Gang Tamper tamps all ties. 
Then the Trakliner and Line Indicator come into 


play to line tangent and curve track. The Tamping Power Jack has new double 


, ‘ " vibrator which increases vertical vibration and 
In Smoothin’ operations, the same basic Nordberg stablizes cross-level bubble and pointers. 


machines are used, except that the Trak-Surfacer 
uses a shortened wire 50 feet long. 


Save money and speed up all your 
track maintenance operations with 
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Above: Over-all view of a Smoothin'’ operation, showing the 
Nordberg Trak-Surfacer—Tamping Power Jack team with 
shortened wire, Gang Tamper, Line Indicator and Trakliner. 
Right: Tamping Power Jack—Trak-Surfacer team with 125’ 
wire in out-of-face surfacing operation. 


— 


Pos 


The improved Nordberg Gang Tamper tamps by With the Trakliner as the central unit, the Nordberg 
impact and vibration. Tamping effectiveness is im- Line Indicator does a complete job of sighting and 
proved and tamping speed is increased. lining track. Sighting is done with a 120 ft. wire. 
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Resins in paints (Continued from page 33) 


in floor paints and varnishes. Re- 
sistance to abrasion and to chemicals 
used for cleaning makes them suitable 
for this use. They are also used for 
exterior spar varnishes and for chemi- 
cal-plant maintenance varnishes. 


Alkyds 


An alkyd is the result of reacting an 
alcohol with an acid. Hence, the name 
alkyd is derived from the first portion 
of the word “alcohol” and the last por- 
tion of the word “acid.” 

A pure alkyd resin can be made by 
cooking together phthalic anhydride 
(which is a white powder) and glycer- 
ine( a colorless liquid). The result is 
a hard, light-colored resin. This resin 
is very difficult to dissolve and for this 
reason is not practical raw material to 
use in paints. Again, we need some 
means to put this resin to work, and 
again we rely on our old friend linseed 
oil. 

In practice, the pure alkyd resin is 
never made. This operation is simply 
by-passed. The oil-modified resin is 
made directly in one process by cook- 
ing the oil, the glycerine, and the pht- 
halic anhydride to produce a complex, 
‘chemically reacted polymer. 

Again, the properties are average. 
Drying results from evaporation dry- 
ing of the resin, and from oxidation of 
linseed oil. 

Oil-modified alkyds are used in 
greater volume today than any other 
synthetic paint vehicle. They are in- 
ferior to the phenolics in hardness, and 
in abrasion and chemical resistance. 
‘The reason the alkyds are so popular 
is that they have three outstanding 
properties: They are fast drying; they 
are very durable on exterior exposure; 
and they have good color and color 
retention. 

Alkyds are used for making fast- 
drying enamels for both interior and 
exterior application, for architectural 
and industrial use alike. They make 
excellent interior wall and trim fin- 
ishes, and excellent exterior enamels 
for wood and metal surfaces. They 
should not be used on masonry or 
other alkaline surfaces, except over an 
alkali-resisting sealer. 


Coumarine-indene resins 


Coumarine and indene are chemi- 


cals obtained by fractional distillation . 


of coal tar. These resins are available 
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in different grades of hardness. They 
are soluble in petroleum and coal-tar 
solvents. The resins dry by evapora- 
tion, but can be blended or cooked 
with linseed oil to produce varnishes 
which dry by evaporation and oxida- 
tion. 

Like all resins, coumarine-indene 
resins have advantages and disadvan- 
tages. They melt at comparatively low 
temperatures and are, therefore, not 
suitable where heat resistance is re- 
quired. They are not particularly good 
for exterior exposure in light colors 
because of their tendency to discolor, 
especially on exposure to sunlight. 

Coumarine-indene resins are neu- 
tral and non-reactive. They have good 
alkali resistance. Because they are neu- 
tral, they are well suited for use in 
aluminum paints, producing stable 
one-package aluminum paints with 
good leafing properties. These resins 
and aluminum are mutually support- 
ing because the neutral character of 
the resin insures package stability, and 
the reflectance properties of the alumi- 
num protect the film from sunlight and 
obscure the yellowing that does occur. 

Coumarine-indene resins are used 
in rubber compounding, linoleum and 
floor tile. In paint, their use is princi- 
pally in aluminum paints. 


Epoxy resins 


Epoxy resins are relatively new in 
the paint industry, having appeared 
commercially since World War II. It 
is difficult to tell you what they are 
except through chemical terms. The 
name epoxy is derived from the chemi- 
cal name for a portion of the molecular 
structure. Suffice it to say that epoxy 
resins are a family of resins which are 
distant relatives of the phenolics. 

Epoxy resins may be used in several 
different ways. They can be reacted 
with other chemicals and resins by 
baking, to produce castings or films 
with outstanding chemical and me- 
chanical-resistance qualities. 

In the field of air-drying coatings 
these resins produce films of very un- 
usual character and by a completely 
different form of drying. In use, epoxy 
coatings are mixed with other chemi- 
cals or resins and the two components 
react together chemically to produce 
a hard film. Since no air is required, 
these coatings will dry in heavy films. 
These are commonly called catalyzed- 
epoxy coatings. The films produced 


are as hard as most baked enamel) 
They are very resistant to chemi 
including strong acids and alkalis, ang 
to strong solvents. 

The mechanism of drying involves q 
problem new to the painting trade, 
These are two-package materials for. 
mulated with the proper kinds ang 
amounts of materials in each packag 
so that, when mixed, hardening yjl 
occur. As soon as they are mixed 
must be applied, and quantities lef 
over must be thrown away or they will 
become solid in the package. Brushes 
must be cleaned before this hardening | 
occurs. The limited time of workabil. 
ity is referred to as “spot life” and may 
vary from a few minutes to a day o 
more. 

The so-called “catalyzed-epoxy” | 
coatings have excellent solvent and | 
chemical resistance and have found | 
use in chemical-plant maintenance, — 
They are also excellent coatings for 
concrete floors and walls, producing a 
coating which is very resistant to traf- 
fic, abrasion, chemicals and cleaning 

I am sure you will not be surprised 
when I tell you that even the epoxy 
resins can be modified with linseed oil 
to produce a coating which will dy 
by oxidation. Such products are cl | 
“epoxy esters.” Although not as h 
nor chemically resisting as the cate | 
lyzed type, the epoxy esters have 
good intermediate grade of chemical 
resistance. They are fast drying, easy | 
to apply and produce hard tough films. | 
The esters do not require the use ofa | 
catalyst. 

All of the epoxy coatings chalk 
rather freely on exterior exposure. 
Other than this, they have good ex 
terior durability. 


Silicone resins 


Traditionally, paints and varnishes 
have been known to be organic coat- 
ings. By this I mean that the oils and 
resins used in their manufacture are 
based on the chemistry of the atom 
carbon, and are derived from nature 
as the results of life process in one form 
or another. In the silicone resins, we 
depart from strictly organic resins by 
the substitution of the silicone atom 
for carbon in the skeleton of the resif. 
In effect, we have a hybrid, half or 
ganic and half inorganic. 

The outstanding characteristic of 
silicone resins is resistance to heat. 
This results from the displacement of 
carbon, which has always placed afl 

(Continued on page 51) 
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prefabricated building houses 
new diesel repair shop on Reading 


After fire destroyed its diesel repair facil- 
ity at Newberry Jct., near Williamsport, Pa., 
the Reading erected a 60-ft by 302-ft Armco 
rigid-frame building, with Steelox side walls 
and corrugated metal roof panels, to house 
the diesel-repair work. The building enables 
all equipment and operations to be housed 
under one roof. The facility has a capa- 
city of 24 diesels a day. 

The shop (right) has one track running 
its entire length and includes a pit and two 
elevated platforms with a lube-oil station on 
one side. Doors 16 ft wide and 19 ft 5 in 
high are provided at each end. The build- 
ing also contains two offices, a locker and 
lunchroom, and a restroom, which are par- 
titioned off from the shop by Steelox panels. 
The interior of the building is neither fin- 
ished nor insulated, except for the walls of 
the small rooms which are finished with 
rigid insulation. Ceilings are insulated with 
2-in glass-wool blankets. The shop area is 
heated by 360,000-Btu steam-fed heaters, 
the small rooms by 20,000 Btu heaters. 
Lighting for the shop is furnished by fluor- 
escent fixtures suspended from the roof. 
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New machine developed for 
mass production of concrete ties 


The American Concrete Crosstie Corpo- 
ration has announced the development of 
an automatic machine for the mass produc- 
tion of the MR-1 prestressed concrete tie. 
It is stated that the machine is capable of 
turning out a complete tie every 26 sec. The 
machine was manufactured under license by 
the Link-Belt Company and features com- 
plete automation of every phase of the op- 
eration, from introduction of the unstressed 
pallet to storage and distribution. 

The first step in the production of a tie is 
the movement of an unstressed pallet on 
roller conveyors to the wire-feeding and 
strand-guide station. There four strands are 
fed into the pallet and secured with end 
grips. The pallet then goes to the stressing 
station where a tension of 20,500 Ib is ap- 
plied to each strand. The stressed pallet 
next moves onto the vibrating table where 
a mold box is positioned to form the tie. 
An extremely dry, ultra-high-strength con- 
crete mix is then deposited and vibrated. 
Bolt holes are formed by pins which move 
upward through the pallet while it is being 
vibrated. The tie is cured for 14 hours in a 
steam curing chamber after which it is trans- 
ported by overhead equipment to storage 
and distribution areas. 
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Prevents freeze ups with... 


Switch rod heater 


BASED on a simple design, the new Rails 
switch-rod heater is claimed to protect 
switch rods fully from freeze-ups or icing 
in cold or snowy weather. The heater is 
installed under the switch rod by attaching 
leads from the heating supply to brackets 
which are attached to the adjacent ties. 
The manufacturer recommends that the new 
heater be used with its Elec-Time heater or 
tubular heaters. 

The switch rod heater is made from cor- 


MODEL 3022 is a 30-ft wide double-cantilevered canopy. 
supported by columns with a walkway between them. 


Announces new line of... 


Steel canopies 


FOUR MODELS of architecturally de- 
signed steel canopies for commercial and 
industrial structures have been announced. 
The manufacturer states that the canopies 
enhance the appearance of the structures 
while at the same time offering effective 
weather protection. The four models avail- 
able include two double cantilevered cano- 
pies, Models 3021 and 3022, a free-stand- 
ing, single cantilevered canopy, Model 1520, 
and a custom flat roof canopy. Each model 
has a weathertight roof comprised of 
Armco interlocking Steelox panels which 
are coated with aluminum or zinc to reflect 
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rosion resistant alloys and is moisture proof. 
Physical and electrical characteristics con- 
form to AAR specifications. The unit is 
normally supplied for operation at 1800 
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the sun’s rays and to resist corrosion. The 
new canopies are designed and engineered 
to meet building code requirements and can 
be erected without disturbing normal opera- 
tions, according to the manufacturer. 

Model 3021 provides a canopy 30 ft wide 
supported by a row of single V-columns 
which are spaced to provide 20-ft bays. 
The roof protrudes 10 ft beyond the end 
columns. Model 3022 has the same di- 
mensional ranges as Model 3021 but is 
supported by two rows of tapered columns 
which are separated to provide a walkway 
between the columns. Model 1520 pro- 
vides a canopy 15 ft wide. It is supported 
by offset, angled columns which are spaced 
to provide 20-ft bays. 

The custom flat roof canopy provides 


watts but can be supplied for any wattag 
required. Voltage ratings are available wy 
to 600 volts ac or de. The Rails Company, 
Dept. RTS, Maplewood, N. J. 


Propane gas used by... 


New weed burner 


A NEW weed burner is available which 
uses propane gas as a fuel for the bummer 
heads and also for the propelling and hy. 
draulic engines. Known as the Fairmont 
W56 Series A, the machine is equipped with 
burner-head assemblies that are positioned 
hydraulically. The manufacturer states that 
the head assemblies can be placed in a ver 
tical position, rotated horizontally or tilted 
to side and rear. Fairmont Railway Motors, 
Inc., Dept. RTS, Fairmont, Minn. 


CUSTOM FLAT ROOF CANOPY is available in widths up to 40 ft. t 
is supported by box beams resting on pipe columns. j 


widths up to 40 ft and a variety of pos 
spacings and clearance heights. The rod 
of this model is supported by box beam 
resting on pipe columns. Armco Drainage 
& Metal Products, Inc., Dept. RTS, Mit 
dletown, Ohio. 


Hydraulic Drive for... 


Vertical drills 


THE KA-MO vertical drill is now available 
with a hydraulic drive. Known as Mode! 
H140, the drill is shown mounted in pil 
driver leads in the accompanying illustt 
tion. The power plant developed for & 
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With Morrison Metalweld Process Reconditioning 


Worn Frogs, Crossings 
and Switch Points Take 
on New, Longer Life 


and you save the cost of replacements 


It costs no more to thoroughly recondition frogs, crossings and switch 
points than the labor expense of replacement. If reconditioning is done 
well — before excessive wear does damage — trackage is restored to 
“good-as-new” condition at a fraction of the cost of replacements. This 
is the service that Morrison Metalweld Process has been performing for 
more than 30 years for the nation’s leading railroads and industrials — 
reconditioning by welding “in track 
under traffic” — no delays, no demur- 
rages. Every Morrison job is done at 
a predetermined price — all work fully 
GUARANTEED. We'll inspect your 
trackage and give you a complete sur- 
vey, without obligation, on the advisa- 
bility and economy of reconditioning. 
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"BURRO WORK POWER 


means... 


MORE EARNING POWER 




















Unloading car wheels with a 
Burro. The Burro moved the flat 
car into position and will haul it 
away when wheels are unloaded. 





J . 


This job—handling wheel assemblies in and 
out of storage—won’t support high costs. 
That’s why a Burro is doing the job. 


Any job—on the line, in the yards, or Stores 
Department—can be done profitably with a 
Burro because Burros are fast, efficient work- 
ers with hook, magnet, tongs, bucket or drag- 
line. Fast travel speeds and heavy draw bar 
pull enable the Burro to go to the job in a 
hurry—and even haul its own cars with it! 


nt 


CULLEN-FRIESTEDT CO., 


1301 5S. KILBOURN AVE CHICAGO Lt 


Write for Bulletins and more information 
about Burro cranes. There is no obligation. 


Represented In Canada by: 
Sylvester Steel Products Co., Ltd., Lindsay, Ontario 
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with the drill consists of a Wisconsin 56-hp, 
four-cycle, air-cooled engine which drives 
two gear-type pumps, one a 70-gpm, 3-in 
gear-type pump for operating the boring 
motor and the other a 17-gpm, 1-in, gear- 
type pump for driving the feed track. The 
auger is driven by a Dennison Model TME6 
hydraulic motor which develops up to 4600 
ft-lb of torque. Kwik-Mix Company, KA- 
MO Tools Department, a Division of Koeh- 
ring Company, Dept. RTS, Port Washing- 
ton, Wis. 


Magneciter generator for .. . 


Electric plants 
FORMERLY available only on larger en- 
gine generator sets, the Onan Magneciter 
generator is now standard on all gasoline 
and diesel plants of 25 kw and larger. The 





manufacturer states that the Magneciter 
generator with static exciter and voltage 
regulator will provide more efficient per- 
formance in both primary and standby ap- 
plications. Advantages claimed for the 
generator include elimination of rotating 
exciter, no moving parts or multiple delicate 
contact points in the voltage regulator, and 
rugged coils and windings that will not go 
out of adjustment. 

Onan 25,000-watt gasoline plants (Se- 
ries 25EC) are stated to be complete elec- 
tric generating sets. The 69-hp engine, 


Magneciter generator and control panel are 
assembled into one compact unit. The new 
Onan electric plant is rated at 31.25 kva 
at 0.8 power factor and is available in all 
standard 50 and 60-cycle voltages up to 
600 v. D. W. Onan & Sons, Inc., Dept. 
RTS, Minneapolis 14, Minn. 





Two gear ratios for... 


New chain saw 


A NEW Remington professional-duty, gear- 
driven chain saw is available which is 
claimed to give the cutter a high degree of 
convenience and working ease through two 
convertibility features. The new saw, 
known as Model SL-5G, is designed to 
permit quick, simplified gear-ratio change- 
over for either heavy-duty or extra-heavy- 


duty cutting jobs. Gear ratios of 2 to | 
3.2 to 1 are available. Installation Of the 
selected ratio is made simple by the use of 
special pinion assemblies, it is claimed. The 
Saws are equipped at the factory with 
whichever gear ratio the customer sel 
the alternate pinion assembly being offered 
as an accessory. 

The manufacturer states that the design 
of the new gear-train transmission permits 
easy changeover from one gear ratio to ap. 
other in a matter of minutes. The trans. 
mission design also permits mounting the 
saw’s guide bar either at the centerline oy 
at the right side. This feature is stated to 
provide a convenience to cutters wanting 
such a dual-purpose feature for bucking 
and low stump cutting. Both straight bar 
and pinchless bow styles of cutting bars are 
available. The straight bars are equipped 
with a 2%-in diameter roller-bearing nog 
with the roller plates made of a special high. 
strength steel. Remington Arms Company, 
Inc., Dept. RTS, Bridgeport, Conn, 





Improvements made to .. . 


Mobile welders 


MOBILITY of the Hobart self-contained, 
self-propelled Weldmobile has been im- 
proved by the use of larger rear wheels, 
equipped with Ground Gripper tires, imple- 
ment-type front tires and increased ground 
clearance at both axles. Available in 400 
and 600-amp models, the multi-range, di- 
rect current arc welder utilizes one engine, 
directly coupled to the generator, for trans- 
portation, welding and operating supple- 
mentary tools and lights. In addition, the 
unit is equipped with a draw bar for towing 
trailers or other equipment. Towing ca- 
pacity is rated at 2,000 lb. Hobart Brothers 
Company, Dept. RTS, Troy, Ohio. 
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THE IMPROVED* 


GAUTIER 


THE FINEST RAIL ANCHOR ON THE 
MARKET FOR DRIVE-ON OR 
MACHINE APPLICATION 


MID-WEST FORGING & MANUFACTURING CO. 


General Offices: 38 So. Dearborn St.* Chicago 3, lil. * Mfg. Plant * Chicago Heights, Ih. 
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Work for division welders 


When a division welder and helper finish repairing the frogs, 
switch points, stock rails and guard rails at one town, what other 
constructive work should they do before moving on to the next 


town? Describe in detail. 


Roadmaster outlines work 
By J. C. BLACKBURN 

Supervisor of Welding MW 
Seaboard Air Line 

Jacksonville, Fla. 

On our railroad we have 25 two- 
man division welding gangs (a welder 
and a welder helper). These two-man 
gangs have to do the track welding 
work for 35 roadmaster districts. Some 
of these gangs are assigned to one 
roadmaster district only, while other 
gangs are assigned to two roadmaster 
districts. 

Our policy is for the roadmaster to 
furnish the division welder a line-up 
of the work he wants done on his dis- 
trict. This is a written list of worn 
frogs and switch points, driver burns, 
battered joints, etc., given according to 
their location and importance. If an 
emergency should arise, the division 
welding gang corrects the emergency 
and then returns to the listed work, 
starting where it had left off. 

We feel that the roadmaster is in the 
best position to know the welding 


work that needs to be done on his dis- 
trict. It is not economical for a divi- 
sion welder to make the decisions as to 
what constructive work needs to be 
performed; these decisions should al- 
ways be made by the roadmaster on 
whose district he is working. 

The welding supervisor is respon- 
sible for the methods used and the 
quality of the work performed by the 
welding gangs. 


Depends on kind of housing 


By R. L. TUCKER 
Supervisor of Track 
New York Central 
Bucyrus, Ohio 


If a division welder and helper fin- 
ish their regular work during the week, 
and provided they are housed in a 
trailer, I would move them at any time 
during the week, since they would have 
to move themselves and no extra lost 
time would be involved. 

Of course, when one of these gangs 


WHAT'S THE ANSWER? 


is housed in a camp car, as some are, 
it poses a different problem. However, 
to avoid complete loss of this man- 
power due to moving the camp, I 
would not have it moved until the 
weekend. If all the work mentioned in 
the question has been done and if no 
welding is needed on equipment, these 
men can be used to do regular track 
work. Any time any employee is idled 
due to break-down of equipment 
or completion of his special work, 
whether operator or laborer, he can be 
used in regular track maintenance un- 
til such time as repairs are made or the 
camp is moved. 


Can do many jobs 


By A. WISMAN 

Supervisor Work Equipment and Welding 
Central RR of New Jersey 
Elizabethport, N. J. 


With reduced forces and deferred 
maintenance, there are many things 
which welders and grinders should do 
before leaving a job site. 

Welders are primarily used to repair 
switch points, frogs and make run-off 
welds on running rails against new or 
second hand frogs and points. 

Grinders are used to recess stock 
rails, reshape switch points and keep 
switch points and stock rails free of 
overflow, or burr as it is called by 
some track-maintenance people. The 


NEW QUESTIONS to be answered in February 


Do you have an answer to any of the 
questions listed below? If so, send it 
in. Payment—based upon substance 
and length—will be made for each 
published answer. If you wish your 
name withheld, we'll gladly comply. 


DEADLINE: December 30 


@ 1. In view of the oil film which 
sometimes forms on the running rails, 
on what track machines, if any, would 
it be advantageous to have rail-sand- 
ing devices? Explain. 

® 2. How should jetties be located 
In silty or sandy stream beds to con- 
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trol channel and high-water currents 
during floods, as well as to protect the 
banks from scour? Describe the pro- 
cedure in detail. 


e@ 3. What is the best way to cut 
heavy hydraulic hose used on track 
machines in the field? How are the 
fittings connected? Explain. 


e@ 4. What factors determine when it 
is necessary to tuck-point masonry 
structures? What is the proper pro- 
cedure relative to the selection, mix- 
ing and application of the materials 
for assuring a durable tuck-pointing 
job? Explain. 


e@ 5. What types of automatic starters 
are available for switching on electric 
or igniting gas switch heaters at out- 
lying locations? Describe how they 
work. 


Send answers to: 


What's the Answer Editor 
Railway Track & Structures 
79 West Monroe Street 
Chicago 3, Illinois 


Do you have a question you'd like 
to have answered in these col- 
umns? If so, please send it in. 
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latter increases the life of the switch 
points in track. 

Welders and grinders, before leav- 
ing a switch or frog location, should 
check the following points of mainte- 
nance and make any corrections or ad- 
justments they can: 

(1) Bolts in joints (tighten or renew) 

(a) Stock rails 
(b) Heel of points 
(c) Legs of frogs 
(d) Frog bolts 





(2) Switch rods 
(a) Tighten all bolts 
(b) Renew if needed—cotter pins 
(c) Weld up and redrill badly worn 
holes in rods 
(3) Adjust switch points to stock rails 
(4) Check switch stand 
(a) Re-spike if loose 
(b) Renew if necessary 
(5) Check switch lamps, if used 
(a) Renew lenses, if needed. 
(b) Check wicks (trim and clean) 
(c) Renew targets or reflectors, if 
needed 
(6) Tighten guard rail bolts 
(a) Check gage of guard rails 
(7) Grind off overflow in flangeways of 
frogs and crossings 


Double-capping a timber bent 


Under what conditions is it advisable to double-cap a bent 
of a timber bridge? Explain. Should the additional cap be 
the same size as the existing one? Why? Describe best pro- 
cedure for carrying out such work. 


Reasons for double-capping 


By J. W. CARMAN 

Assistant Bridge & Building Supervisor 
Missouri Pacific 

Wynne, Ark. 


There are several reasons for dou- 
ble-capping a bent of a timber bridge: 
(1) If some of the piles have settled, 
cutting and double-capping will make 
the bent ride more smoothly than if it 
had shims under the cap on top of the 
settled piles. (2) Where there is an 
excessive amount of shims or sub-cap, 
by cutting and double-capping the 
bent, you will have less friction and 
you can hold a better surface on the 
bridge. (3) If piles have started to 
decay at the top, and if noticed in 
time, cutting and double-capping the 
bent would eliminate this decayed ma- 
terial. To prolong the life of the 
piles treat the pile head with hot creo- 
sote oil and tar pitch, and apply two 
layers of felt paper. 

The additional cap should be the 
same size as the existing one, prefer- 
ably 14 in by 14 in by 14 ft. This 
makes. a better bearing for the string- 
ers, and the cap covers the piles better. 

The sway braces should be removed 
from the bent so a straight edge can 
be placed on the pile at the desired 
height, and drifts pulled or pile an- 
chors removed so the pile can be read- 
ily cut. Chord clamps should be 
placed on the bent next to one that is 
to be cut, and the deck and stringers 
jacked up to take the weight off the 
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bent so the shims or subcaps can be 
removed. Use a derrick car to pick 
up the cap and hold it while the piles 
are cut. Cut the piles, treat the pile 
heads and then lower the cap into 
place. Place additional cap on this one 
and fasten to piles with pile anchors. 
Use pile anchors to fasten the caps to- 
gether. Place sway braces back on 
bent, and fasten the chords back to 
cap with chord straps. 


When ballast raise is made 


By G. P. SMITH 
Bridge & Building Supervisor 
Northern Pacific 
Missoula, Mont. 


The only condition under which a 
timber-bent bridge should be double- 
capped is when there is a ballast raise 
which would require that the bridge be 
raised 8 to 12 in. If a double cap is 
used, it should be of the same width 
and should not exceed the thickness of 
the existing cap. The top cap should 
be bolted to the bottom cap with three 
pieces of %4-in bolts, one at each end 
and one in the middle of the cap. 

On a pile-bent bridge, it may be 
practical to double-cap the bents if the 
condition of the tops of the piles is 
poor, and if, by cutting off 12 to 14 in, 
it is possible to attain reasonably sound 
timber. On the Northern Pacific, we 
use 14-in by 14-in caps, 14 ft long. 
In double-capping we use 14-in tim- 





Personnel of these crafts are re 
men and usually have a truck to mop 
around with. A small supply of negs 
sary bolts, pins, washers and gpjkp 
will take care of their needs, along yj 
a limited number of tools and gpay 
parts for switch stands, switch 
and derails. 

Under such a plan of procedure j 
carried out as explained, the efficieng 
of railroad maintenance would} 
greatly increased, thus eliminating th 
necessity at a later date of dispatehj 
a gang to take care of trouble in guq 
areas. 









bers and bolt them together with 4 
bolts. 

The placing of a double cap is; 
simple operation involving jacking 
the deck, removing the old cap, cu 
ting the piling to desired height, an 
placing the double cap. 

If a bent is double-capped due toz 
ballast raise, the procedure is to setth 
jacks, raise the deck to the required 
height, and place the second cap m 
top of the existing cap and bolt then 
together. 





Tells how to do it 

By A. B. WANG 

Supervisor Bridges & Buildings 
Monon 

Lafayette, Ind. 


Under certain conditions, if mor 
than three piles of a five-pile bent ar 
bad at the top, it is advisable to doubk 
cap. If only one or two piles have bai 
tops, I would only subcap them. 

I would make the additional cap tk 
same size as the original to equalizeth | 
load and to give a smooth surface for 
cross bracing. The following pit! 
cedure is recommended: 1 

Swing the existing cap by chainsaw | 
step jacks from the rails. Secure i) 
raise needed by pulling spikes aii’ 
raising rail on adjoining bents. Usitg” 
a level board for accuracy cut off tk 
piling to the height needed for me 
cap. Swing in the new cap with ad 
rick car, drift new cap to piles ail 
drift old cap to new. Apply new cos 
bracing to bear fully on both caps ail 
piling. 

Under another condition it is a 
visable to double cap due to trad 
raise. Here I would apply jack blocs 
by chains to the piling under the of 
cap, set up blocking or posts and wit 
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Handle scattered jobs 
in the yard or along 
the track... 


QUICK with a 
KOEHRING 


Speed lifting jobs — speed from 
place to place — cut handling 
costs down the line with a Koeh- 
ring 305 Truck Crane. This ver- 
satile rig travels at road speeds 
up to 36 miles per hour, maneu- 
vers easily around shop or yard 
to keep material handling flow- 
ing smoothly. The 305 is a 25- 
ton capacity rig — takes from 30 
to 100 feet of boom and up to 
30 feet of jib. It’s heavy duty 
through and through, built to 
deliver and keep delivering with 
minimum maintenance. Ask your 
Koehring distributor for com- 
plete details. 


===." 

Here’s a real mobile crane for close 
quarter work — Koehring 305 Cruiser 
Crane. Lifting capacity and boom 
lengths are the same as the 305 Truck 
Crane. And this compact unit travels 
up to 18 mph. under its own power. 
One man operation — all controls in 
crane cab. 


—— 


DIVISION OF KOEHRING COMPANY 
Milwaukee 16, Wisconsin 


NOVEMBER, 1960 





What’s the answer? (cont'd) 





hydraulic jacks raise trestle by 3-in 
lifts on old cap until height for new cap 
is available. 


To carry old piling 


By G. P. SLAGLE 
Chief Carpenter 
Milwaukee Road 
Milwaukee, Wis. 


Double-capping a bent is advisable 
only when it is necessary to carry old 
piling for a time to wear out the floor 
on a bridge. We should only double- 
cap bents that are over ten feet in 
height. If the height is less than 10 ft 
a bent should be framed for better 
stability. 

It is desirable to apply a cap of the 
same size as the original cap when 
making these repairs. It is also advisa- 
ble to place the additional cap on the 
bottom or on the new cut-off. The rail 
pile in a five-pile bent should be cut 
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to determine its condition for a dou- 
ble cap. 

It is desirable to double cap a bent 
and separate them with a shim three 
inches thick or over. A smaller shim 
deteriorates more rapidly and tends to 
crush. 


Under various conditions 


By Y. C. BEAM 
Master Carpenter 
Seaboard Air Line 
Americus, Ga. 


Conditions that warrant double- 
capping of bents in timber bridges can 
be narrowed to the following: 

(1) Where the tops of the piles 
have decayed for the first 12 in to 14 
in, a double cap would be advisable. 
If, after cutting off top of pile for 12 
in you find the timber much better, 
drifts applied from side of pile will 
give more holding power. 

(2) In some locations where bear- 
ing is obtained by skin friction of the 
piles, and the caps have a tendency to 


Repairing heaved road crossings 


In winter, what steps can be taken to correct a situation where 
a highway crossing has heaved badly? Explain in detail. What 
special measures can be taken before winter to avoid such oc- 


currences? 


Shimming most economical 


By A. J. MURPHY 
Supervisor of Track 
Lehigh Valley 
Auburn, N.Y. 


In case of a crossing that has heaved 
badly in severe winter weather, the 
most economical way to improve the 
situation would be by shimming and 
bracing the rails, or, as a last resort, 
through the use of salt, before being 
compelled to dig down with off-track 
and portable equipment in order to 
maintain scheduled speeds on the par- 
ticular section of track. 

A heaved crossing is caused by lack 
of proper drainage. To avoid a recur- 
rence, surface ditches should be con- 
structed if required, and ample sub- 
drainage installed with suitable inlets 
and necessary provision for cleaning, 
the purpose being to drain the sub- 
grade thoroughly and prevent the for- 
mation of water pockets. With modern 
methods and off-track and portable 
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equipment, this can be accomplished 
with practically no delay to traffic and 
more economically than the methods 
formerly used to rectify such condi- 
tions. 


Advocates rock salt or oil 


By A. D. HENNINGER 
General Roadmaster 
Soo Line 
Minneapolis, Minn. 


There is little that can be done dur- 
ing the winter to correct this situation 
other than to smooth the track by shim- 
ming and to place slow orders where 
necessary. 

Primarily, frost heaves are caused 
by trapped moisture. The track heaves 
rough because of the variation in the 
moisture contained in the various types 
of soil. 

The most satisfactory and perma- 
nent method of correction would be to 
drain the moisture away from the 


bend downward in the middle, doy. 
ble-capping will solve the problem 
Double-capped bents will not haye, 
tendency to bend in the middle, 

(3) Double-capping is necessaryif 
it is found that the original cut-off ¢ 
piles was not on a perfect plane. Ve 
often it is found that in sawing pilky 
the saw was allowed to veer down g 
up, causing high and low edges on th. 
piles. Double capping will get regu, 
if the piles are cut perfectly level, — 

(4) On some territories where 
difficult to get solid bearing for timbe 
piles, the bents might in time settle 
one side causing the trestle to get oy 
of cross level. This condition will 


‘pen in locations where lime sinks ar 


found. While double-capping migh | 
not be the complete answer it affords 
temporary relief and sometimes wil 
take care of the situation for years, 

In conclusion, I might stress th 
point that in double-capping a timber 
bent it is important that the piles 
cut to perfect cross level and on a per 
fect plane. 


crossing, either by ditching or placing 

permanent drains. This method, how 

ever, could be quite expensive in some | 
types of highway crossings. Deep’ 
heaves such as referred to in this ques 
tion can be reduced by the use of rock | 
salt, waste oil or other low-grade oil 

or chemicals. 

The application of rock salt applied 
in holes dug by a post auger to th 
desired depth and spaced 2 to 4 fi 
apart in a diamond pattern, allowing | 
15 to 25 lb of salt per hole, has effected 
an 80-per cent to 100-per cent correc 
tion of heaving. 

Oil has proved to be nearly as effec- 
tive as salt when applied in the same 
manner, allowing two to three gallons 
per hole. 

Possibly the most economical meth- 
od of heave elimination in heavily trav- 
eled highway crossings would be the 
application of oil or salt brine witha 
grout injection machine through it 
jection points. 


a 
Before a supervisor attempts 0 


eliminate frost heaves in highway 
crossings, he should first make a study 
of the results derived from various 
methods of treatment in the differeat 
types of soil in his area. While its 
usually desirable to make the elimint- 
tion as nearly 100 per cent as possible, 
(Continued on page 48) 
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New Improved Switch Point Guard Rail 


protects switch points... reduces derailments 


Now Bethlehem’s famous Switch Point Guard Rail 
Design 755 has been redesigned to permit quick re- 
placement of the guarding section without interrupt- 
ing traffic. Just remove bolts, drive out chocks at each 
end, and you can lift out the guard rail without dis- 
turbing the switch slide plates. The new guard slips 
into place as easily as the old one came out. 


Note how newly- 
designed brace provides 
clearance around guard- 

rail base to permit 
easy guard remova 

after bolts and chocks 
have been taken out 


The Design 755 Guard Rail was designed specifically 
to prevent cutting, climbing, and derailments in yard 
movements. In operation, the head of the Switch Point 
Guard Rail stands higher than that of the running 
rail, easing wheels away from the point to provide 
safe passage and minimize point wear. The ends of 
the guard are beveled to soften the shock to car and 
lading. 

The guarding section is fully heat-treated for 
long life under tough service. The complete assembly 
is reversible for use on either side of the track. It’s 
one of the most valuable track accessories ever de- 
veloped. Let a Bethlehem engineer go over the fine 
points with you. 

BETHLEHEM STEEL COMPANY, Bethlehem, Pa. 


Export Sales: Bethlehem Steel Export Corporation 


BETHLEHEM STEEL 
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The Racor Mechanical Car Retarder applies braking force to both sides of every car wheel thi 


No skates 
needed here! 


NEW RACOR* MECHANICAL 
CAR RETARDER* 
IS COMPLETELY AUTOMATIC! 


*(Patent Applied For) 


No skates or skate men are needed in gravity classifica 
tion yards with this new Racor Mechanical Car Retarder 
at the end of each track! The consequent reduction it 
operating expense will amortize the cost of the retardes 
in ashort time. Still further savings accrue from reduced 
damage to lading through absorption of impact as cals 
come together. 

The Racor Mechanical Car Retarder has been de 
signed to bring rolling cars to a stop at the end of gravity 
classification yard track and to resist their furthe 
movement by the impact of succeeding cars. Th 





enters it. Once adjusted, it needs no further attention—operation is completely automatic. 


retarder consists of spring loaded rails which apply 
retarding force simultaneously to both rim and flange 
of each pair of wheels. It applies opposing forces in such 
a way as to eliminate the possibility of derailment. 
Retarding action is entirely mechanical, and no diffi- 
culty is encountered in moving either the cars or the 
locomotive through the retarder when the track is being 
“pulled’’. 

Your American Brake Shoe representative will be glad 
to make a study of the operation of your yard in order 
to determine the savings that can be derived from the 


installation of Racor Mechanical Car Retarders. 
American Brake Shoe Company, Railroad Products 
Division, 530 Fifth Avenue, New York 36, N. Y. 


in Canada: Dominion Brake Shoe Company, Ltd. 


Quality products cut your ton-mile costs 























What’s the answer? (cont'd) 





(Continued from page 44) 
the supervisor should use extreme cau- 
tion so as not to reduce the heave be- 
low the surrounding area. This would 
result in a low spot where the heave 
previously existed, resulting in a con- 
dition which would be far more diffi- 
cult to correct than the original heave. 


Keeps ballast clean 


By J. CoRBAN 
General Roadmaster 
Gulf, Mobile & Ohio 
Bogalusa, La. 

Fortunately on my territory we are 
not bothered with enough frost to 
cause heaving in our crossings, but to 
avoid possible heaving we try to keep 
clean, well-drained ballast in our cross- 
ings, and try to have them all up in 


good shape before the winter season | 
begins. In my opinion there should be § 
very little heaving account of frost jn | 
any crossing that is properly drained, 
To correct a situation where a cross. 
ing has heaved badly, about the only 
thing to do is to endeavor to maintain 
the crossing in the best and most ego. 
nomical way until the frost is out of 
the ground and then work it out of 
face and provide proper drainage. 





SSS eee 


Cutting strings of welded rail 


When it is necessary to make cuts for insulated joints and 
turnouts while laying continuous welded rail, how should this be 
done? What cutting equipment should be used? If a power 
saw, how can the rail expansion be controlled to prevent pinch- 


ing of the saw? Explain. 


Makes cuts with torch 


By W. W. CHAFFEE 

General Track Supervisor 

New York, New Haven & Hartford 
New Haven, Conn. 


When unloading welded rail, it is 
the practice on the New Haven to 
torch cut the rail at insulated-joint lo- 
cations, and to allow a gap for two 
single rails. This same procedure is 
used at turnout locations. Then be- 
fore the rail is laid these torch-cut 
ends are sawed with a power rail saw 
and drilled so that when the rail is laid 
there is no need for further cutting of 
the rail. There may be some small ad- 
justments to be made at these loca- 
tions, which we take care of by driving 
the rail. ° 


Uses power saw 


By M. T. PRUETT 
General Track Supervisor 
Southern Pacific 

San Francisco, Calif. 


After continuous welded rail is un- 
loaded in the field, a survey is made to 
determine exactly where the insulated 
joints will be located in the track. Then 
the rail is cut with a power saw and the 
insulated joint is applied before the 
rail is laid. This practically eliminates 
the possibility of pinching the saw. If 
the saw shows signs of pinching, all 
that is necessary is to throw a curve in 
the welded rail each side of the saw 
and the pinching will stop. 

Sawing for insulated joints in con- 


tinuous rail after the rail has been laid- 
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presents a different problem. If the 
rail is to be cut in hot weather, arrange- 
ments should be made to make the cuts 
in the early morning when prevailing 
temperatures are at their lowest. Be- 
fore such cuts are made anti-creepers 
should be set each side of the cut lo- 
cations, so that expansion will be held 
away from cut; this should eliminate 
pinching of the saw. 

If this expedient does not eliminate 
the pinching the joint bars should be 
removed from the nearest joint and the 
rail uncoupled so that the rails can by- 
pass each other. Of course, in this 
case, rail anti-creepers would have to 
be loosened between the uncoupled 
joint and the cut. After the cut is made 
it may be necessary to cut off a short 
section of rail. Where the by-pass 
method is used the rail would have to 
be driven back so as to allow the joint 
bars to be re-applied. Of course any 
cutting after the rail is laid would be 
done under flag protection. 

On our line the turnouts are cut ac- 
cording to standard before they are 
shipped and there is very little field 
cutting to do. When necessary all 
cutting is done with power saws. 


Uses special device 


By H. F. Gi_zow 
Process Engineer 

St. Louis-San Francisco 
Springfield, Mo. 


We have just completed the field 
testing of a jacking mechanism to en- 
able the cutting of welded rail and ex- 


panding it sufficiently for the end pos 
after the rail is laid in the track. 

I am attaching a print showing a 
drilling template (not illustrated here), 
the jacking mechanism, referred to as 
SCARE (Saw Clamp And Rail Ex. 
pander) and an end-post clamp (not 
illustrated here) for holding the end 
post in place while releasing the pres. 
sure on the SCARE. 

We have tried cutting welded rail 
for insulated joints at different times, 
and we think that the proper time is 
after the rail is in the tie plates. The 
drilling of the holes should be started 
as soon as possible AFTER the rail 
is laid in the plates so as to give sufli- 
cient time to get the rail expanded and 
the end post in place before the rail 
anchors are applied near the joint. 

We have detailed plans of the 
SCARE and would be glad to make 
them available to any railroad that is 
interested. 

The procedure in applying insulated 
joints when laying 132-lb continuous 
welded rail is as follows: 


I Material and equipment required 


(1) Light push car " 


(2) Power track drill 

(3) Racine rail saw 

(4) Drilling template with clamps 
(5) Special expanding jack with 

tools (SCARE) 

(6) Claw bar 

(7) Two lining bars 

(8) Eight-pound maul 

(9) Track wrench 
(10) Track shovel 
(11) Insulated joint complete 
(12) One pair angle bars with bolts 


II Drilling rail 

(1) Signal man or foreman wil 
mark location for insulated 
joint after rail is laid in track. 

(2) Remove spikes and plates each 
side of crib selected. 

(3) Place template on gage side of 
rail so that center mark is ® 
center of crib. Place clamp 
position under base of rail, if 
practicable, and tighten loosely. 
Tap template with maul tos 
cure proper fit and_ tightes 
clamp. 
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(4) Transfer template center mark 
to gage of rail. This mark will 







d be | indicate where saw cut is to be 
st in made. 

ned. (5) Drill all six holes through tem- 
ross. plate guides. 





(6) Remove template. 





re Ill Sawing rail and placing end post 

(1) Remove all bolts and both 
re jacking screws from SCARE 
It of (see drawing). 
It of (2) Place SCARE in position on 
. previously drilled rail so that 

rail saw will operate from gage 

mes side of rail. 
= 


(a) Bolt the two jacking-block 
$ pieces loosely to the rail on 


post same side of the center mark 
as the saw will operate. 

(b) Bolt the remaining two screw- 
nga block pieces loosely to the 
ere), other rail. (Note: The end 
to as bolt cannot be placed at this 


Ex. time. ) 


(not (3) Place the two braces in place, 
adjust the blocks so that the 

; end braces fit snugly, and tighten 
pres- all bolts. 

(4) Remove the two braces. 
1 rail (5) Place saw in position and ad- 
; just until saw blade will cut at 
Imes, exact location marked (see 
N¢ Is paragraph II—Item 4). 
Th 2 (6) Start saw. 
arted (7) Place jack screws in proper 
> rail place (field side screw in left- 
uff hand thread), and screw up 
SUil- until ends are just in clear of 
J and saw blade. Place and tighten 
> rail remaining bolt. 


2 (8) When saw blade has cut into 
the ball of rail to sufficient depth, 

















JACKING MECHANISM, called SCARE, was developed by the Frisco to enable welded rail to 
be cut in track. It expands rail sufficiently for insertion of end post. 


rail before these screws can be 
tightened.) 

Saw operator will watch saw 
and, if there is any binding, in- 
crease pressure on jack screws. 
When sawing is complete, re- 
move saw blade from holder 
and remove blade and saw. 


(10) 


(11) 


place braces. These braces (12) Tighten pressure on jack 
make will hold saw from binding in screws until rail ends are 
hat is the cut until lower jack screws forced apart far enough (about 
can be engaged. ¥% in) to allow end-post to be 
‘lated (9) When saw has cut a sufficient placed. Work both jack screws 
depth, engage both jack screws together. 
aoe and tighten, being careful not (13) Remove both braces. 
to foul saw blade. (Saw will be (14) Scrape saw cuttings from sides 
about three-quarters through and end of rails and file off any 
a — 
"2 | Repair parts for fueling stat 
wit | Kepair parts for Tueling stations 
What stock of emergency materials should be carried on hand 
for repairs to fueling stations? Why? Where should this ma- 
terial be kept? 
b bolt ; 
Dictated by economics result, all traffic in that particular area 
n will By R. C. MCMASTER comes to a halt. : 
sulated Engineering Assistant Economics dictate that it would be 
track. “TF nee & Lake Erie impossible to keep a complete inven- 
2s each tecaville, Pa. tory of emergency repair parts at each 
tall Service is our main objective in the location. And, from a practical view- 
k is in railroad business. Fueling stations point, it is also impossible to stock all 
amp in must be maintained in an operating parts by a given railroad. The fre- 
rail, if condition to facilitate this objective. quency of failures in certain parts de- 
oa Any delay in making repairs to a unit termines which part should be stocked 
pee in case of a breakdown means that our and at what location they should be 


power units are put out of use. As a 
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kept. 





burrs left by saw. Under no 
circumstances place fingers or 
parts of body between ends of 
rails. 

(15) Place end-post and hold with 
special clamp. 

(16) Release pressure on jack 
screws, allowing rail ends to 
clamp end-post. 

(17) Remove SCARE and replace 
bolts and jacking screws in 
proper place. 

IV Placing insulated joint 
(1) Insulated joint to be placed in 
usual manner. 
(2) If foreman desires, joint may 
be angle-barred temporarily. 








It has been our practice to stock 
belts, filters, quick detachable coup- 
lings, nylon bushings and hose clamps 
at each fueling station. These are the 
parts, in our experience, that most fre- 
quently need replacing. 

Fuel hose, pump motors, by-pass 
valves, indicator ells, pumps and 
starter switches are parts which occa- 
sionally fail and must be repaired with 
the shortest delay. The frequency of 
failure and the cost of these items dic- 
tate that they should be kept in a 
central location, available for immedi- 
ate delivery to the fueling station site. 
The quantity of each part to be kept on 
hand is dependent upon the number of 
fueling stations on a particular rail- 
road. 

(Please turn the page) 
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Mechanics carry parts 


By W. E. RUSHFORD 
Supervisor Water Supply 
Chesapeake & Ohio 
Columbus, Ohio 


On the Hocking division of the 
Chesapeake & Ohio the water supply 
department protects only the fueling 
stations at outlying points. Fueling sta- 
tions in shop areas are handled by the 
mechanical department. 

However, we do have two locations 
on the Hocking division which are 
headquarters for water supply road 
mechanics, namely, Walbridge, Ohio, 
and Parsons Yard at Columbus. 

These mechanics carry the follow- 
ing material for making emergency re- 
pairs at fueling stations: Various size 
fueling hose and Poage hose couplings; 
hose for unloading tank cars; filters 
for pumping stations; packing for 
pumps; grease for pumps and valves; 
motor belts; repair parts for fueling 
meters; and various size gaskets. 

At each of the locations mentioned 
above the mechanical department car- 
ries repair parts for pumps and these 
parts are available for our use at any 
time. If a new pump or meter is needed 
these are ordered through the general 
storekeeper at Huntington, W. Va. 


Dual pumps help 


By Epwarp R. PouNnD 
Master Carpenter 
Baltimore & Ohio 
Newark, Ohio 


A diesel fueling station with above- 
ground storage tank should need no 
emergency repair parts for the over- 
head tank unloading device to pump 
oil to storage tanks. 

If underground storage tanks are 
used, diesel oil could be removed from 
the bottoms of the tanks if allowed by 
state laws or insurance codes. 

To have a dependable fuel-oil 
pumphouse arrangement, pumps for 
handling fuel oil from tank cars to 
storage tanks should be located in the 
pumphouse. These pumps are also 
used for pumping fuel oil from storage 
tanks to the ready track facilities. 

Prefabricated steel buildings, which 
are manufactured by several reliable 
companies, will meet all requirements 
for a pumphouse. A dual arrangement 
of two pumps can be set up so diesel 
oil can be pumped from tank car to 
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storage tank, while at the same time oil 
can be pumped to the ready track for 
diesel fueling. 

With this two-pump arrangement it 
would not be necessary to have emer- 
gency repair parts at various locations. 
In case of breakdown with one of the 
pumping arrangements the diesel sta- 
tion can be kept in operation by the 
use of one pump. 

The two-pump arrangement can be 
operated through one filter tank and 
filter cartridges should be on hand to 
change at regular change-out dates 
or in case of emergency. 

If all filter tanks used on the rail- 
road are of the same type and manu- 
facture, the stores department can 
stock several sets of filters to ship out 
on line of road, or a set of cartridges 
could be ordered in advance of the 
change-out date, or in case of emer- 
gency oil can be made to by-pass the 
filter tank. 

If the ready track has two or four 
fueling standpipes it may be necessary 
to have on hand at each location one 
or two fueling hoses and one nozzle. 
Otherwise there may be serious delay 
to engines in case of breakdown. 

If passenger train service is good the 
hose and nozzles can be stored at a 
central location to be forwarded to 
points out on the line as needed. 


Hose, couplings, filler valves 


By L. R. PENNINGTON 
Supervisor Bridges & Buildings 
Chicago & North Western 
Chadron, Neb. 


We keep the following stock of 
emergency materials on hand at di- 
vision headquarters, where they can be 
picked up by our traveling mechanics 
and taken any place on the division for 
making repairs: 

Two 25-ft lengths of Buna-N tube, 
Neoprene cover and circular wire- 
woven carcus hose. 

Two sets of Snyder Super Grip re- 
attachable couplings for diesel fuel oil 
hoses. When hoses fail it will only be 
necessary to order the hose as the re- 
attachable coupling can be removed 
from the old hose and installed on the 
new hose in the field. 

We also keep on hand one DPG No. 
620, 2-in filler valve with lock and 
feeder nipple. 

By keeping these items on hand at 
division headquarters, repairs can be 
made on short notice at any location 


“on the division. 





To the editor 





Agrees that reliable 
unit costs are needed 


San Antonio, Texas 
To THE EDITOR: 


I compliment you on the editorial, 
“Standards needed for figuring unit costs,” 
in your September issue. 

Aside from more revenue, I can’t think 
of anything the railroads need more than 
some procedure of cost accounting that 
would truthfully tell them what the reaj 
and true costs are for performing their 
maintenance chores. It certainly is a fact 
that not only is there a need but an absolute 
necessity for establishing some standard 
formula for figuring costs. 

Let me be specific, and I speak from ex- 
perience. As a representative of a company 
doing contract work for railroads that are 
not restricted by union agreements, our 
costs for performing the service and work 
are considered in one location as being one- 
half or more of that particular railroad’s 
costs. On another road the contrast is in 
the opposite direction, i.e., we are 10 to 30 
per cent and sometimes 50 per cent higher. 

A contractor must know his costs if he 
wishes to continue in business and remain 
solvent. The firm I refer to has been in 
business for 30 years and should know its 
costs. With a foreman, and five men, plus 
a flagman, we average out a given amount 
through a working season. The average 
price we charge per unit of work, let us say, 
is $2.00. I am confronted with costs on the 
same railroad, for performing the same 
service, at $1.00 per unit. A total of 15 
men, doing the same work, average less 
than 50 per cent of the unit production that 
our eight men produce. So, we have ap- 
proximately twice as many men doing half 
as much work at a reported cost of 50 per 
cent less. 

It seems to me the railroads could well 
afford to pare down their expense of hiring 
efficiency experts and spend some of that 
money in developing a cost accounting pro- 
cedure that everyone concerned could refer 
to with a feeling of security insofar as ac- 
curacy of cost is concerned. So, more 
power to you in your crusade. 


Waldo E. Bugbee 


Says two points omitted 
from editorial on unit costs 


New Orleans, La. 


To THE EDITOR: 

The editorial in your September 1960 
issue on the need for standards for figuring 
unit costs was very timely and to the point. 
Comparisons are frequently made between 
different railroads as to cost of mainte 
nance work, which comparisons may not 
be valid due to different ways of account 
ing for these costs. 

There are two points omitted from your 
editorial which have a strong bearing on 
these comparisons. One is the standard of 
maintenance. In traveling about the coum 
try and seeing what is done on different 
railroads, one readily recognizes that some 
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railroads maintain their track and struc- 
tures to a higher standard than others do. 
For example, a road carrying frequent pas- 
sengeT service at speeds up to 100 mph 
would not be expected to maintain the track 
over which these trains are operated for 
the same unit costs of another road with 
only occasional passenger service and that 
at a maximum authorized speed of 60 mph. 

The second point is the frequent use of 
the maintenance-of-way ratio to compare 
maintenance practices on two roads. This 
compares the dollars spent for maintenance 
to the total dollars of revenue. Actually, 
maintenance costs do not come about from 
dollars of revenue but rather more from 
ton-miles handled. A much better ratio to 
study, if it were available, would be the 
dollars per ton-mile spent on the different 
roads. This, of course, would have to be 
considered in the light of the maintenance 
standard decided upon by the individual 
road as mentioned above. 

You have performed a service to all of 
us by drawing editorial attention to the 
need for better comparative figures. 


R. H. Peak 
Division Engineer 
Illinois Central 


Resins in paints 





(Continued from page 36) 
upper temperature limit on organic 
coatings. Carbon compounds burn at 
high temperatures, just as coal burns. 


Silicone resins may be used in small | 


proportions to modify characteristics 
of other coatings. They are also used 
in dilute solutions to waterproof con- 
crete, leather, paper and other mate- 
tials. They are highly water repellent. 


Synthetic rubber 


Natural rubber has never found 
general use in paints because of the 
difficulty of putting rubber into clear 
solution and the need for vulcanizing 
to produce a cured film. Strong sol- 
vents are required to dissolve rubber. 

Certain synthetic-rubber resins can 
be dissolved in common solvents, such 
as xylene, and are useful for making 
paint. These resins dry rapidly by 
solvent evaporation. In fact, they dry 
80 quickly that they are hard to brush. 

In spite of the brushing problem, 
they find use in certain areas where 
the properties of the resin are needed. 
They are quite resistant to acids and 
alkalis and have been used with good 
success as coatings for concrete. For 
exterior use they are frequently used 
in undercoaters for masonry surfaces. 
They seal alkaline surfaces effectively 
in preparation for painting with con- 
ventional paints. For interior use they 
may be applied directly to concrete 
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On this track re-lay job near Chi- 
cago, two Racine ‘“Anchor-Fast"’ 
anchor applicators applied 1680 
anchors per hour. Estimated com- 
bined man-hours saved by these 
two machines amounted to over 
240 hours per week. 





Apply 
anchors 


mechanically... 


save over $100 in wages every day 


You can build safer, smoother road- 
bed, faster and at lower cost, by mech- 
anizing your anchor installation with 
a Racine ‘‘Anchor-Fast” anchor ap- 
plicator. This fast, on-track machine 
saves at least 48 man-hours daily... 
saves hundreds of hours if you norm- 
ally -use your entire gang to “close 
up” at end of a day. It’s one-man 
operated...applies Fair, Gautier, 
Woodings, Tru-Temper, Unit, M&S 
and Reliance anchors hydraulically, per 
anchor manufacturers’ specifications. 


Presses anchor to tie 
for positive grip 
For unequalled track stability, “An- 
chor-Fast” presses each anchor or pair 
of anchors against tie with 1000 lbs. 
of pressure... then locks them firmly 


on base of rail with hydraulically op- 
erated tool. This tight fit between tie 
and anchors holds rail firmly . . . stops 
movement under quick temperature 
changes and heavy traffic. 


Fast start-stop hydraulic motor propels 
“Anchor-Fast” from tie to tie...or 
moves it to and from job or switch at. 
speeds to 15 mph. achine is pow- 
ered by a 11.2 hp gasoline engine... 
can be set-off or turned around on 
tracks in minutes with built-in power 
lift in center of machine. 


Send coupon for free demonstration 
Clip and mail coupon for location 
where you can see “Anchor-Fast” an- 
chor applicator at work...or check 
for literature on any time-saving 
Racine machine. 


Here are more ways to cut M/W costs 
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Campears put 


the work crew 


where the 


work is 





...in comfort 
... With economy 


House your maintenance crews 
adjacent to the job — not miles away 
with a costly loss of payroll eaten up 


in transit. Campcars provide comfortable 


on-the-job living for from 2 to 50 men. 


What’s more, they are ruggedly built for 
on- or off-highway travel, will give long 
years of service with no wallet-walloping 
overhead of their own. If you are out to 


save maintenance money and get jobs 
done faster, get the complete story 

of Campcars. Write International Car 
Division, 2485 Walden Avenue, 
Buffalo 25, N. Y. 


INTERNATIONAL CAR DIVISION 


Campears 


A SUBSIDIARY OF RYDER SYSTEM, INC. 








Resins in paints contd 





walls or floors. Since they contain no 
oil or driers, they have been used 
to make fume-resisting interior-wal] 
paints. 


Chlorinated rubber coatings 


Natural rubber can be treated with 
chlorine which changes the nature of 
the rubber, yielding a resin in the form 
of a white powder soluble in coal-tar 
solvents. Properly plasticised, this 
resin produces a coating with outstand- 
ing chemical resistance. 


Latices 


In our discussion thus far we have 
set the stage for the topic of latex 
paints. Certain resins are available to- 
day which have very interesting and 
useful properties but are difficult to 
use in solution form for architectural 
painting. I am referring to vinyl, acry- 
lic and synthetic-rubber resins. 

All of these resins require strong 
solvents to dissolve them. They dry 
so rapidly that they are difficult to 
brush. Considerable solvent is re- 
quired to reduce these resins to appli- 
cation viscosity. As a result, the coat- 
ings are usually low in solids. Much 
of the expense of using these resins 
goes to pay for the solvent, which 
serves only to distribute these coatings 
on a surface and quickly evaporates, 
contributing nothing to the film. 

Fortunately, these resins are now 
available in latex form. In latex paints 
the resin is not dissolved, but is dis- 
persed in very tiny particles sur- 
rounded by water, forming an emul- 
sion. 

There is considerable cost savings 
in using the resin in latex form rather 
than as a dilute solution in expensive 
solvents. The advantage of a latex is 
the savings in solvent cost, plus the 
ease of application and clean-up, which 
results from using a water system, and 
the lower fire hazard. 

There are three general types of 
latices used in emulsion paints. These 
are styrene butadiene, polyvinyl ace- 
tate and acylic. Styrene butadiene 
points have been used in this country 
for over 10 years. They are low in 
cost, and, although their largest vol 
ume use is in the interior field, they 
are not restricted to that area. 

The newer polyvinyl acetate and 

(Continued on page 56) 
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No Other Anchor Offers All These Advantages! 


@ Unsurpassed Holding Power 


No anchor has more holding power than the UNIT and 
few are its equal. 


@ Most Economical 


Low in first cost, UNIT gives you more for your money. 


@ Greatest Reapplication Value 
UNIT anchors can be reapplied repeatedly with minimum 
loss of holding power. 
@ Most Effective on Secondhand Rail 
Because of its spring-type design the UNIT anchor auto- 
matically compensates for base wear and corrosion. 
@ Anchorage With Safety 
With UNIT Rail Anchors there’s less chance of damage: 
to rail and/or the anchors in event of derailed wheels. 
@ Best for Machine Application 


The flat, wide section assures uniform application against 
ties, yet gives ample contact area for applicator shoe 
under all conditions. 


UNIT RAIL ANCHOR CORPORATION 


6301 Butler Street, Pittsburgh 1, Pa. 
Midwest Office: 332 S. Michigan Ave., Chicago 4, Ill. Eastern Office: 790 Broad Street, Newark 2, N. J. 
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6 TEXACO TIPS TO 
EXTEND TIGHT BUDGETS 


A short catalog of Texaco maintenance-of-way products that are 
designed to make the most of your appropriation for protecting 










































and preserving railway track and structures. 


1. FOR LONG-TERM, 


HEAVY-DUTY RUSTPROOFING: 


Texaco Rustproof Compound, a 
very rugged petroleum-base material 
that gives up to ten years’ protection 
to bridges, turntables, water tanks, 
ice plants etc. Texaco Rustproof 
Compound penetrates existing rust, 
prevents further corrosion. It’s unaf- 
fected by brine drip, sewage, anddiesel 
exhaust. Texaco Rustproof Com- 
pound dries to a self-sealing weather- 
proof film that won’t harden or crack 
off under vibration. Five grades are 
available. The light sprayable grades 
are fastest and easiest to use; the 
heavier grades, for brush or hot dip 
application, give the longest protec- 
tion. Minimum surface preparation is 
required, whatever grade you use — 
simply remove loose dirt and scale. 
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2. FASTEST WAY TO PRESERVE 
BRIDGES AND STORED MET 


Texaco Metal Preservative, an eco- 
nomical asphaltic material that can 
be sprayed on in about 4 the time it 
takes to paint a bridge. Minimum 
scaffolding is required because no 


are needed. Texaco Metal Preserva- 
tive penetrates scale and loose rust, 
spreads evenly, sticks tight. You caf 
also use it to prevent rust on stored 
material and on track. It’s particu- 
larly good for track because it resists 
shock of flying ballast, vibration, heat 
and cold. Special grades available for 
application to wet surfaces. 


— | 


extensive chipping and wire-brushing 
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+ 3, HOW TO PREVENT 
TRACK RUSTING, KINKS, 


PULL-IN-TWOS: =, 
Texaco 904 Grease X, a graphite 4 HOW TO PRESERVE ) 
product that works into the bolts on WOODEN PILINGS AND POLES: 


rail joints, minimizes wear and rust- 
ing, reduces bolt replacement costs. 
Once the 904 Grease X is pumped 
into the rail joint it’s held in place, 
and protected against entry of brine, 
moisture and cinders, with end plugs 
of Texaco 1407 Plastic Car Cement H. 
+ It’s not necessary to take down rail 
joints to apply 904 Grease X, so 
there’s no interference with traffic, 
and an application of 904 Grease X 
with sealer can last eight or ten years. 


Texaco Protexacote, a tough combination of asphalt, 
asbestos and wood preservatives that seals out water, 
air, bacteria and fungi, and seals in the original wood 
preservative. Protexacote is designed for application to 
poles and pilings at ground level and below, where the 
most severe damage usually occurs, but it’s also an 
excellent sealant for the tops of poles and the ends of 
crossarms. A good antirust for pole hardware, too. 
Protexacote can be brushed or sprayed on at summer 
temperatures. 









6. BEST WAY TO 
















5. SURE WAY TO EXTEND vines Nat one pome 
SERVICE LIFE OF WOODEN BRIDGES: coating that waterproofs wood ties at 
Texaco Liquid Bridge Cement, a low-cost coating that can be minimum cost, and prevents cracking 
applied with mops or brushes, or cut back for easy spraying. Makes and splitting. Texticote won’t check, chip 
ties, stringers and decking last longer because it waterproofs them, or become brittle, so it stays on despite 
prevents the cracking and splitting that opens them up to frost dam- vibration and shock especially when 
age. Tests and actual use-records show that an application of coated with gravel or crushed stone. 


Texaco Liquid Bridge Cement can last more than eight years, and 
it costs only a few cents per tie. 


















TEXACO INC. 
Railway Sales Division, Dept. RT- 12 
135 East 42nd Street, New York 17, N.Y. 


Please send me complete information on the Texaco 
products | have checked below. 


You can get more information on any of these 
products—or all of them—by checking the 
coupon below and sending it to Texaco Inc., 
Railway Sales Division, 135 East 42nd Street, 


New Y ie 
w York 17, N.Y Texaco Rustproof Compound [] 


Texaco Metal Preservative [] 
Texaco 904 Grease X[_ | 

. Texaco Protexacote [| 

. Texaco Liquid Bridge Cement [| 
Texaco Texticote |] 


TUNE IN: Texaco Huntley-Brinkley Report, Mon. through Fri.-NBC-TV 


Om rwNn > 


TEXACO( 














Throughout the United States NAME 
Canada « Latin America « West Africa COMPANY 
RAILROAD LUBRICANTS AND ADDRESS 
SYSTEMATIC ENGINEERING SERVICE a oie. \ cid 
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NOW... Plow, Remove Worn Ties, 
Sled Ballast and Align a 


MILE of Track a Day with 
MANNIX AUTO-TRACK 





> HE 


Plowing and removing worn ties is done at the head end of the MANNIX 
AUTO-TRACK. Worn ties are automatically ejected by conveyor. 


Aligning unit at rear of 
MANNIX AUTO-TRACK keeps 
track in rough alignment be- 
hind plow, accurate align- 
ment behind sled. 





Sled replaces plow to place 
ballast under ties. This track 
was raised five inches. 





MANNIX AUTO-TRACK eliminates 15 to 20 
men, finishes a mile or more of track per 
day. For details or showing of operating 
films write, wire or phone TODAY. No ob- 
ligation. 
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MANNIX 
INTERNATIONAL 





4020 Minnetonka Bivd. 
Minneapolis 16, Minn. 
Phone WAlnut 7-9411 
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acrylic emulsions are used in both in. — j 


terior wall paints and exterior finishes 


for stucco, brick, concrete and wood 


surfaces. Acrylic paints are higher jp 
cost than polyvinyl acetate paints, ang 


both are generally higher in cost than’ 


styrene butadiene finishes. 


Since emulsion paints do not pene. 
trate as much as oil paints, it is reg) 


ommended that all exterior wood s 


faces and chalky painted surfaces be 
first primed with an oil primer or oik” 
type surface conditioner before being 
painted with two coats of emulsiog! 


paint. Emulsion paints should not be 


applied at temperatures below 50% 


deg F. 

The latex paints introduce still an- 
other form of drying. As I have told 
you, the resins are small discreet parti- 
cles dispersed in water. When the 
water evaporates, these particles touch 
together and on contact flow or “melt” 
together to produce a film. This phe- 
nomenon is called “coalescence.” 
While latex paints dry by evaporation 
and coalescence, this is not a reversi- 
ble process. Once dry, these coatings 
will not dissolve in water. Anyone who 
has tried to clean a brush containing 
old latex paint knows this. 

In addition to the types of paints 
we have discussed, there are still other 
types. To extend the picture further, 
there are hybrids in which two or more 
types of resin are mixed in one paint. 
When properties in between two types 
are needed, often these properties can 
be obtained by using more than one 
type of resin. You can see that the 
possibilities become infinite in num- 
ber. 

You may wonder why we have so 
many types of resins. There is a good 
reason. As new resins are developed 
we use them, but we also continue to 
use the old ones. It is like the textile 
industry. New synthetic fibers are 
wonderful, but we still use lots of cot- 
ton and wool. In the paint industry, 
we still use lots of linseed oil and prob- 
ably will for years to come. 

While it is a good thing for anyone 
concerned with applying paint to be 
oriented regarding the major types of 
paint, it is even more important that 
you know what they will do. It is prac 
tically impossible for anyone to know 
all the details of their composition un- 
less he devotes full time to the task of 
learning them. 
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It's built to speed the job. The rugged, compact new Cat 
D333 Diesel Engine puts out 93 HP at the flywheel, pro- 
vides 25% more lugging ability at the drawbar— 19,495 lb. 
maximum drawbar pull. An all-new cockpit features co- 
ordinated controls to reduce hand movements. The forward- 
reverse lever is next to the operator’s right hand to cut dozer 
cycle time. A short-travel transmission lever shifts gears 
easily and quickly. Steering clutches are hydraulically 
boosted for easy control. 

It's got more production potential . .. more versatility. 
A new integral hydraulic system with under-the-hood 
mounting of tank, pump and valves frees the front and rear 
of the tractor for other equipment. Hydraulic bulldozers 
for the D6 have been improved with a new center-pivoted 
cylinder mounting to increase blade lift/drop range. 
Straight and angling bulldozers, rock rakes, winches, spe- 
cial clearing blades, back rippers equip the D6B for almost 


any maintenance, construction or emergency job. 


You get economical operation. The famous Cat fuel injec- 
tion pumps are in new easy-to-service housings. Precom- 
bustion chambers condition incoming fuel for controlled 
complete burning—help deliver maximum horsepower 
from heavy, economy-type fuels. 

Maintenance costs are kept to a minimum. Caterpillar 
dependability and efficiency pay off in lower cost per hour 
operation. A dry-type air cleaner removes 99.8% of all dirt 
from diesel intake air. Serviced in five minutes, it cuts 
maintenance time by as much as 75%, eliminates oil costs. 
Optional hydraulic track adjusters require only a grease 
gun to make proper track adjustment. Lifetime lubricated 
track rollers never need lubrication or greasing. The ex- 
clusive Caterpillar oil clutch provides up to 2,000 hours 
of service without adjustment. All of these features help 
you roll up more availability instead of repair bills. 

The D6 works almost anywhere. It’s compact enough 
to work in tight places. It’s got power to tackle the tough 
jobs. You can move it from job to job in a hurry. 


The NEW work-styled D6 Series B 


best buy because: 





No parts inventory needed... with the D6 or any other 
piece of Cat-built equipment. A nationwide Cat Dealer 
organization maintains more than 300 stores throughout 
the U.S. You don’t have to tie up capital in a space-robbing 
parts inventory. Parts are as close as the telephone. 

Your Caterpillar Dealer will welcome the chance to 
show you what the new D6 can do on your job. He'll give 
you the complete facts on the long-term economy and avail- 
ability that are built into the new D6B. 


Caterpillar Tractor Co., General Offices, Peoria, Ill., U.S.A. 
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bose SA Lubricating | 





TION and/or ROTATION IS A FACTOR 


EXPANSION PLATES & acer. of ! 


For self lubricating security at its finest in the design of any bridge, overpass, building 
and as a replacement for rockers and roller nests, Lubrite offers many distinct and 
important advantages. Specifically Lubrite permits the use of simplified designs, cuts 


construction costs substantially, eliminates maintenance and offers a low coefficient of ; 


for new construction or replacement on older designs. 





friction. Assure better results, longer life and unequalled performance — specify Lubrite | i 
' 
f 
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Send for this free 20 page 
Lubrite Manval No. 55 — 





tion, technicol deta and 
specifications about Lubrite 
Self Lubricating Plates and 
Bushings. 








58 








NOLAN TOOL AND SUPPLY CAR 
NOW STANDARD ON 35 RAILROADS 


The Nolan Tool and Supply Car has proved itself a consistent 
profit-maker for 35 railroads operating big and small crews, 
through its ability to carry heavy loads of ties, rails, supplies, 
etc., easily and quickly! 


Safely handles loads to 2000 lbs. All tubular high-carbon 
steel construction for trouble-free service. Car breaks con- 
veniently in the center into two sections for easy handling and 
transportation. Each section can be used as a truck seat. 
The deck is heavy mesh-expanded steel. Removable handle 
can be used at either end. Ball bearing cast steel wheels. 

Platform Size 48” x 45” 

Height Above Rail 8” 
Weight 140 Ibs. complete 


Write for complete Tool and Supply Car illustrated literature and prices. 
FREE complete catalog shows entire NOLAN railway supply line. 


THE NOLAN COMPANY, 166 Pennsylvania St., Bowerston, Ohio 
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(Continued from page 10) 
with a Bachelor of Science degree in ciyj 
engineering. Mr. Collinson entered the sery. 
ice .of the B&O in 1946 as an assistant ep. 


‘gineer at Pittsburgh. He was promoted to 


maintenance inspector at Baltimore in 1947, 
assistant division engineer at Newark, Ohio, 
in 1950 and division engineer there in 1952, 
sérving also in that capacity at Cincinnati, 
Ohio, and Akron and at Baltimore. He was 
serving at the latter location at the time of 
his recent promotion. 


William H. Giles, 68, who recently retired 
as assistant chief engineer of the Missouri 


| Pacific at St. Louis, Mo. (RT&S, Sept., p 


10), was born at Little Rock, Ark., a 
received his higher education from the ex- 
tension division of Washington University, 
Mr. Giles commenced his railroad career 
in 1914 as a ballast inspector at Little Rock, 
later being promoted to rodman and instru- 
mentman. He was further promoted to as- 


sistant engineer at Poplar Bluff, Mo., in 


1917, serving also in that capacity at St 
Louis, Mo., and to engineer of design in 
1937. Mr. Giles was advanced to assistant 
chief engineer at St. Louis in 1951. 


Walter E. Quinn, 58, who was recently 
promoted to principal assistant engineer of 
the Louisville & Nashville at Louisville, Ky, 
(RT&S, Aug., p. 10), was born at Sturgis, 
Ky., and received his higher education from 
the University of Kentucky. Mr. Quinn en- 
tered the service of the L&N in 1923 asa 
rodman at Ravenna, Ky., being promoted 
to instrumentman there two years later. He 
was further promoted to assistant engineer 
at Ravenna in 1937, serving also in that 
capacity at Louisville, and to assistant di- 
vision engineer at Birmingham, Ala., in 
1944. Mr. Quinn was advanced to special 
engineer at Louisville in 1951, the position 
he held at the time of his recent promotion. 


Charles E. Stoecker, 47, who was recently 
promoted to special engineer of the Louis- 
ville & Nashville at Louisville, Ky. (RT&S, 
Sept., p. 10), was born at Louisville and 
graduated from the University of Kentucky 
in 1936 with a Bachelor of Science degree 
in civil engineering. He entered the service 
of the L&N in 1938 as a rodman and drafts- 
man at Louisville, being promoted to im 
strumentman at Middlesboro, Ky., in 1939 
Mr. Stoecker also served in that capacily 
at Birmingham, Ala. From 1940 to 194 
he was in military service with the U. & 
Army, serving as an infantry officer in the 
Pacific Theatre of Operations. He was ap 





Walter E. Quinn C. E. Stoecker 
L&aN L&aN 


RAILWAY TRACK and STRUCTURES 











¥ 


4 


“y 














TAMPER INC. 


TAMPER LIMITED, 


* b Corti am lace iat + enrol mee (-seell (to Mlahcolgulohiloa Me Muli erelileMelale 


other track machines are invited. 
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Biographical briefs (cont'd) 





pointed assistant engineer on the L&N in 
1945. Mr. Stoecker was promoted to as- 
sistant supervisor bridges and buildings at 
Mobile, Ala., in 1946, assistant division en- 
gineer at Evansville, Ind., in 1947 and di- 
vision engineer at Mobile in 1952, serving 
also in that capacity at Knoxville, Tenn. 
He was named miscellaneous engineer at 
Louisville in 1958, the position he held at 
the time of his recent promotion. 


Clarence Baker, 58, who was recently 
promoted to assistant chief engineer of the 
Missouri Pacific at St. Louis, Mo. (RT&S, 


F 
Pe 
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Sept., p. 10), is a native of Carbondale, IIL., 
and graduated from Rice Institute in 1922 
with a Bachelor of Science degree in me- 
chanical engineering. Mr. Baker entered 
railroad service in 1922 with the New Or- 
leans. Texas & Mexico, then a subsidiary of 
the MP, as a chainman at Houston, Tex. 
He was promoted to assistant engineer 
there in 1927, also serving in that capacity 
at Kingsville, Tex. Mr. Baker was further 
promoted to principal assistant engineer at 
Houston in 1942, superintendent of con- 
struction at Krotz Springs, La., in 1948 and 
engineer of design at St. Louis in 1955. He 
was advanced to construction engineer the 
following year, the position he held at the 
time of his recent promotion. 
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WRRE wes Switch Lamps 
Reduce Switch Lighting Costs 507% 


Here’s Why Scores of Railroads are Standardizing on WRRS Electric Switch 


Lamps: 


@ Heavy cast iron construction designed to last a lifetime 
@ Steady, clear light—400% brighter than oil lamp light 
@ Theftproof—no loss of bulbs through theft—can be opened only with AAR, 


Signal Section, socket wrench 


@ Safe—no inflammable kerosene to handle 


WRRS Electric Switch Lamps are furnished in three sizes for operation with air- 
depolarized primary battery or with commercial current. 


Write for Complete Details 9381 


sd WESTERN RAILROAD SUPPLY COMPANY 


Division of Western Industries, Inc. 


© 2742 West 36th Place e« Chicago 32, Illinois 


Canada: Melville Machinery Co., Ltd., 515 Bisson St., Montreal 3, Quebec 
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Lewis M. Swoap B. F. McDermott 
Erie North Western 


Lewis M. Swoap, 64, who was recently 
promoted to engineer maintenance of way 
on the Erie at Youngstown, Ohio (RT4S, 
Aug., p. 10), was born at Kane, Pa., and 
graduated from Allegheny College in 197 
with a Bachelor of Science degree in math. 
ematics and engineering. He entered the 
service of the Erie in 1918, serving as trap. 
sitman, chief of corps, assistant engineer 
and assistant division engineer. Mr. Swoap 
served in the U. S. Army in World War | 
and as superintendent of transportation at 
Red Stone Arsenal, Huntsville, Ala., in 
World War II. Returning to the Erie in 
1946, he was appointed office engineer at 
Youngstown, being further promoted to 
construction supervisor there in 1950, as. 
sistant division engineer at Jersey City, 
N. J., in 1951 and division engineer there 
two years later. In 1957 he was advanced 
to assistant to engineer maintenance of way 
at Jersey City. Mr. Swoap was serving as 
division engineer at Hoboken, N. J., at the 
time of his recent promotion. 


Bernard F. McDermott, 52, who was re- 
cently promoted to division engineer on the 
North Western at Norfolk, Neb. (RT&S, 
Aug., p. 10), was born at Iroquois, S. D, 
and received his higher education at Red- 
field College and through correspondence 
courses. He entered the service of the North 
Western in 1926 as a track laborer, sub- 
sequently being promoted to extra gang 
timekeeper, assistant foreman, track fore- 
man and roadmaster’s clerk. From March 
1943 to December 1945 he was in the U.S. 
Army, serving in the China-Burma-India 
Theatre of Operations. Returning to the 
North Western in January 1946 he was ap- 
pointed acting roadmaster at Casper, Wyo. 
He was appointed assistant roadmaster al 
Clinton, Iowa, four months later and pro 
moted to roadmaster at Brookings, S. D., in 
1948. Mr. McDermott was further pro 
moted to assistant division engineer at Mil 
waukee, Wis., in 1957, the position he held 
at the time of his recent promotion. 


Henry D. Hahn, 32, who was recently 
promoted to assistant chief engineer of the 
Chicago & Illinois Midland at Springfield, 
Ill. (RT&S, Aug., p. 10), was born at 
Springfield and graduated from the Univer- 
sity of Illinois in 1949 with a Bachelor of 
Science degree in civil engineering and in 
1953 with a Master of Science degree 
railway civil engineering. Mr. Hahn et 
tered railway service in 1949 with the 
Santa Fe as a roadway assistant at Amarillo, 
Tex. From October 1950 to October 1952 
he was in the U. S. Army, serving as ral 
research analyst at the Transportation Re 
search and Development Station, Ft. Eustis, 
Va. In 1953 he joined the C&IM as a junio! 
engineer at Springfield, being promoted #0 
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SELF-PROPELLED tie-plug inserter —- made by Fairmont 
Railway Motors, Inc.,; Fairmont, Minn.—is the first. machine 
built for setting and driving tie plugs into old spike holes. 


7.9 hp WISCONSIN 
ENGINE 


drives 38 to 
40 tie plugs 
per minute! 


A split-second! That’s all it takes a man fo set 
and drive a tie plug into an old spike hole with 
a Wisconsin-powered Fairmont W-104A tie-plug 
inserter. This is three times faster than manual 
re-laying of rail with old ties. 

What’s more, the operator can maintain the 
faster pace because the Wisconsin Engine does 
the heavy work. It powers the hydraulic driver, 
thereby minimizing fatigue. The engine also pro- 
pels the machine, for additional savings in time 
and manpower. 

The Wisconsin is precision-built to keep the 
inserter on the job today, tomorrow, and next 
year. It offers extra load-lugging power for shock 
loads . . . self-cleaning tapered roller bearings on 


both ends of the shaft . . . and Stellite exhaust 
valves and inserts plus positive rotators for up 
to five times longer valve life. 

Keep your m/w equipment on-call at all times 
— power it with dependable Wisconsin Engines, 
3 to 56 hp. Available with electric starting and 
other modifications. Get Bulletin S-249. Write 
to Dept. R-20. R-249 


WISCONSIN 


MOTOR CORPORATION 
‘> MILWAUKEE 46, WISCONSIN 


World’s Largest Builders of 
Heavy-Duty Air-Cooled Engines 








STATEMENT REQUIRED BY THE ACT OF AUGUST 24, 1912, AS AMENDED 
BY THE ACTS OF MARCH 3, 1933, JULY 2, 1946 AND JUNE 11, 1960 
(74 Stat. 208) SHOWING THE OWNERSHIP, MANAGEMENT, AND CIRCU- 
LATION of Railway Track and Structures published monthly at Newark, New 
Jersey for November, 1960. 


1, The names and addresses of the publisher, editor, managing 
editor, and business managers are: Publisher, Robert G. Lewis, 30 
Church St., New York 7, N. Y.; Editor, Merwin H. Dick, 79 W. 
Monroe St., Chicago 3, Ill.; Associate editor, R. E. Dove, 79 W. Monroe 
St., Chicago 3, Ill.; General Sales Manager, Duane C. Salisbury, 30 
Church St., New York 7, N. Y 


2. The owners are: Simmons-Boardman Publishing Corp., 30 
Church St., New York 7, N. Y. Stockholders of one per cent or more: 
James G. and Louise Lyne, 30 Church St., New York 7, N. Y., Arthur 
J. McGinnis, 30 Church St., New York 7, N. Y., Joseph or Katherine 
Sanders, 2909 Maple Ave., Dallas 4, Texas, John R. Thompson, 79 
West Monroe St., Chicago 3, Ill., Ruth Wheaton Johnson, 1615 Ra- 
venna Blvd., Seattle 5, Wash., Mrs. E. S. Fenton, c/o Russell & 
Russell, 41 E. 42nd St., New York 17, N. Y., J. Streicher & Co., 2 
Rector St., New York 4, N. Y. Partners of J. Streicher & Co. are: 
Joseph Streicher, Jack L. Streicher, Ethel Streicher, Judson Streicher, 
all of 2 Rector St., New York 4, N. Y., Morton & Co., c/o Marine 
Midland Trust Co., 120 Broadway, New York 15, N. Y. 


8. The known bondholders, mortgagees, and other security holders 
owning or holding 1 per cent or more of total amount of bonds, mort- 
gages, or other securities are: None. 


4. Paragraphs 2 and 3 include, in cases where the stockholder or 
security holder appears upon the books of the company as trustee or 
in any other fiduciary relation, the name of the person or corporation 
for whom such trustee is acting; also the statements in the two para- 
graphs show the affiant’s full knowledge and belief as to the circum- 
stances and conditions under which stockholders and security holders 
who do nct appear upon the books of the company as trustees, hold 
ak and securities in a capacity other than that of a bona fide 
wner, 


5. The average number of copies of each issue of this publication 
sold or distributed, through the mails or otherwise, to paid subscribers 
during the 12 months preceding the date shown above was: (This 
information is required by the act of June 11, 1960 to be included ih 
all statements regardless of frequency of issue.) 6,982. 


MERWIN H. DICK, Editor 
Sworn to and subscribed before me this 26th day of September, 1960. 


[SEAL] ELAINE R. NARDI, Notary Public 


(My commission expires April 25, 1963) 
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Sturdy, self-contained 
trailers with 4 bunks 
- +» Cooking facilities, 
refrigerator, shower, 
toilet, sink, hot water 
heater, dining table, 
torced-air heating plus 
many additional features, 


REDUCE 

M/W Costs! 
SAVE Days of 
Traveling Time 
Between Jobs! 





ECONOMICAL — Elder will sell or lease camp cars to you at ex- 
ceptionally low prices and rates. Elder Camp Cars boost your 
crews’ morale — increase efficiency. You do not pay for house 
trailer frills. Elder camp cars are work trailers with built-in 
durability and quality. 


ELDER’S SPECIAL LEASE PLAN 
offers you several advantages; you 
need no capital investment in trail- 
ers, and your leased trailers are 
chargeable to expense! 


For full information WRITE, WIRE OR PHONE, 


RUGGED CONSTRUCTION 
—Strong steel frame and 
aluminum body assure 
long-lasting, trouble-free 
service. 


NEW 
ECONOMY 
MODEL 


ELDER TRAILER and B 


P O. Box 9042 
Houston Office 51 Nav 


0] >) Mal, [om 


gation Blvd. Houston. Texas * Phone WaAlInut 6-8 
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Now You Can 


SAVE THIS 
PILING 


MINIMUM COST 


...with OSMOSE 
HOLLOW HEART 
TREATMENT 


The secret is flooding the cavity with 
a highly concentrated, special 24-12 
penta solution to refusal under pres- 
sure. Decay is stopped cold. Your 
pilings remain sound and safe for 
years to come. No other method can 
match it. 


OSMOSE Inspection and Treatment 
of in-place bridges and trestles is a 
thorough “top-to-bottom” operation. 
Pilings, framing, caps, stringers, 
ties, guard rails and underdecking 
are carefully checked. Drift ao 
.brace bolts and prone mae aces 
are given extra attention with spe- 
cial OSMOSE-developed techniques. 


Cost studies show that the OOSMOSE 
in-place treatment averages between 
1/20th to 1/40th the cost of replace- 
ment...actually pays for itself 
within the first 8 months of extended 
life. Get the facts on the quickest way 
to save money in today’s railroad 
operation. Write: Bridge Inspection 
and Treatment Division, Osmose 
Wood Preserving Co. of America, 
Inc., 989 Ellicott St., Buffalo 9, N.Y. 
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Biographical briefs (cont'd) 





mechanical engineer the following year. 
Mr. Hahn was further promoted to assistant 
engineer in 1956 and assistant to chief en- 
gineer in 1957. He was serving in the latter 
capacity at the time of his recent promotion. 


Supply trade news 


AEROQUIP CORPORATION—Richard D. Hitt, 
railroad sales manager, has been promoted 
to eastern sales manager, General Logistics 
Division, with headquarters at Jackson, 
Mich. Mr. Hitt is succeeded by William 
Lucht, manager of distributors’ sales, In- 
dustrial Division. 


AMERICAN BRAKE SHOE COMPANY—Rob- 
ert L. Carmichael, formerly district sales 
manager for the Railroad Products Division 
at Houston, Tex., has been appointed dis- 
trict sales manager of the New York Dis- 
trict of the division, with headquarters at 
New York, according to an announcement 
by Stephen S. Conway, president of the di- 
vision. In his new position, Mr. Carmichael 
will be responsible for sales in the northeast- 
ern area of the United States. 


DEARBORN CHEMICAL COMPANY — These 
sales representatives have been promoted 
to assistant district managers: J. W. Gill, 
Eastern District; C. D. Schroeder, Illinois- 
Wisconsin District; and W. W. Morris, 
Pittsburgh District. 


L. B. FOSTER COMPANY—Robert M. Clem- 
entson has been appointed manager of the 
Cleveland (Ohio) District, succeeding An- 
drew M. Filak who has been promoted to 
manager of product research and develop- 
ment. Kenneth M. Schneider has been ap- 
pointed to the sales office at Detroit, Mich. 


NALCO CHEMICAL COMPANY—Dr. Henry R. 
Keyser has been appointed botanist in the 
company’s weed control laboratory. He 
will work on synthesizing new herbicides 
and seeking new applications for existing 
ones. 

Prior to joining Nalco, Dr. Keyser was 
assistant chief, Division of Noxious Weeds, 
Nebraska Department of Agriculture. He 
received a Bachelor of Arts degree from 
Nebraska State College, a Master of Sci- 
ence degree from the University of Ne- 
braska and a Doctor of Philosophy degree 
from the University of Wisconsin. 

An announcement states that this com- 
pany is expanding its facilities for weed- 
control research with the construction of a 
greenhouse in which company researchers 
will broaden their study of basic plant phys- 
iology in quest of new herbicides and new 
applications for existing herbicides. 

With the additional facilities the company 
expects to speed up the investigation pro- 
cesses required in the evaluation of weed- 
control chemicals. “Hard-to-grow weeds 
and various plants and legumes that repre- 
sent noxious weed types will be raised under 
rigidly controlled conditions enabling re- 
searchers to more competently test and 
evaluate new chemicals and chemical com- 
binations for weed control,” the announce- 
ment stated. 








Shirl A. Thompson 


Henry D. Hahn 
C&IM Sperry Products 


It also said the greenhouse will be an ex. 
truded aluminum and glass structure with 
nearly 1100 sq ft of tray space for grow. 


ing weeds and plants. 


SPERRY PRODUCTS COMPANY—Shiri 4A, 
Thompson has been appointed assistant to 
the president of this company, a division of 
Howe Sound Company, according to an an- 
nouncement by Frank U. Hayes, president, 
In his new position, Mr. Thompson will 
work on the promotion of new products for 
the railroad industry. He had formerly 
served with Sperry Products as sales mana- 
ger of the Railroad Division. More recently 
he had been connected with Tamper, Inc., 
as vice president in charge of sales and with 
Thomson-Manning Corporation in a similar 


capacity. 


SPRAY PRODUCTS CORPORATION—Kenneth 
B. Owings has been appointed manager, 
engineering, according to an announcement 


by Charles P. Orr, president. 





FOR TIE REMOVAL 


~ NEL-SPOT 
PAINT 


HAMMER 


SAVES TIME! CUTS COST! 


Here is the tool you need for pre- 
marking ties to be replaced. A tap 
of the porous applicator leaves 
a bright, durable, weather re- 
sistant mark. Paint can clamps 
into adjustable head of hammer - 
permits marking. from any angle. 
Complete with cap to prevent 
drying of applicator. Available 
in many colors. 


TRY IT—ORDER TODAY OR WRITE: 





THE NELSON COMPANY 
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Association news 





mississippi Valley 
Maintenance of Way Club 

The November meeting, to be held on 
the 14th, will feature J. J. Wright, director 
of research, New York Central, as the prin- 
cipal speaker. The meeting will be held at 
the Ambassador - Kingsway Hotel, 108 
North Kingshighway, St. Louis, Mo. The 
social hour will commence at 5:30 pm with 
dinner starting at 6:30. 


Northwest Maintenance 
of Way Club 

The next meeting of the club will be held 
on November 17 at the usual location, Cole- 
man’s Cafe, 2239 Ford Parkway, St. Paul. 
The social hour will commence at 5:30 
pm with dinner starting at 6:30. The prin- 
cipal speaker will be Dr. Carl H. Olson, 
minister of the First Universalist Church 
of Minneapolis. Dr. Olson’s talk, entitled 
“Man Handling the Future,” will deal with 
the responsibilities of supervisors. 


Metropolitan 
Maintenance of Way Club 

The second meeting of the season will 
be held on December 8 at the Railroad- 
Machinery Club, 30 Church St., New York. 
At the time of going to press the program 
had not been announced. 


Chicago Maintenance 
of Way Club 


The principal speaker at the November 
meeting will be W. M. Keller, vice presi- 
dent, research department, Association of 
American Railroads, who will give his im- 
pressions of the Russian railroads as ob- 
tained during a recent 30-day trip through 
European Russia. His talk will be illus- 
trated by slides and moving pictures. The 
meeting will be held at the Hamilton Hotel, 
Chicago, on November 28, with the social 
hour starting at 5:30 pm and dinner being 
served at 6:30 pm. 


Nominations announced 
fornew AREA officers 


As reported in the October issue, the 
Nominating Committee met at Chicago on 
September 19 and nominated a slate of 
officers to be elected at the convention next 
March. R. H. Beeder, chief engineer, sys- 
tem, Santa Fe, now senior vice president of 
the association, was nominated as presi- 
dent. L. A. Loggins, chief engineer, South- 
em Pacific Lines in Texas and Louisiana, 
was nominated as junior vice president. C. 
J. Code, assistant chief engineer — staff, 
Pennsylvania, now junior vice president of 
the association, will automatically be ad- 
vanced to senior vice president. 

The directors (four to be elected) are: 

J. H. Brown, assistant chief engineer, St. 
Louis-San Francisco, Springfield, Mo.; F. 
R. Smith, chief engineer, Union Railroad, 
East Pittsburgh, Pa.; L. S. Crane, assistant 
chief mechanical officer, Southern, Wash- 
ington, D. C.; W. H. Huffman, assistant 
chief engineer—construction, Chicago & 

th Western, Chicago; H. J. Fast, co- 
ordinator of work study, system, Canadian 
National, Montreal, Que.; V. C. Hanna, 
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chief engineer, Terminal Railroad Associa- 
tion of St. Louis, St. Louis, Mo.; Frank 
Kerekes, dean of the faculty, Michigan Col- 
lege of Mining and Technology, Houghton, 
Mich.; and J. E. Eisemann, chief engineer, 
Western Lines, Atchison, Topeka & Santa 
Fe, Amarillo, Tex. 

Members of the Nominating committee 
(five to be elected) are: 

C. E. Ekberg, Jr., head, Department of 
Civil Engineering, Iowa State University, 
Ames, Iowa; C. E. R. Haight, chief engi- 
neer, Delaware & Hudson, Albany, N. Y.; 
C. E. Weller, assistant engineer mainte- 
nance of way, Illinois Central, Chicago; 
C. E. Defendorf, chief engineer, New York 
Central, New York; R. L. Milner, princi- 
pal transportation assistant, Chesapeake & 


Ohio, Huntington, W. Va.; W. D. Kirk- 
patrick, assistant to chief engineer, Missouri 
Pacific, St. Louis, Mo.; John Ayer, Jr., chief 
engineer, Denver & Rio Grande Western, 
Denver, Colo.; W. L. Young, chief engi- 
neer, Norfolk & Western, Roanoke, Va.; 
L. C. Collister, manager, Tie and Timber 
Treating Department, System, Atchison, 
Topeka & Santa Fe, Topeka, Kan.; and 
D. C. Hastings, superintendent, Potomac 
yard, Richmond, Fredericksburg & Poto- 
mac, Alexandria, Va. 

Two standing committees have scheduled 
meetings to be held on November 15 in 
Room 1218, association headquarters, Chi- 
cago. They are: Rail, 9-12 am; Special 
Committee on Continuous Welded Rail, 
1-5 pm. 





The powerful symmetrical grip of 


WOODINGS 


Advanced Type 





RAIL ANCHORS 





provides more Holding Power than you ever need 





THIS 1S HOW THE WOODINGS 


ANCHOR DEVELOPS ITS STRENGTH 


Powerful Spring Compression and 
4-point symmetrical grip makes WOODINGS 
the World’s MOST POWERFUL RAIL ANCHOR! 





* BEST for Welded Rail 
* BEST for Machine Application 





WOODINGS FORGE & TOOL COMPANY 


* BEST for Reapplication Value 





Main Offices and Plant, Verona, Pa. 


Sales Offices, Chicago, Il!., St. Louis, Mo. 
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WHERE RAILROADS LOOK HARD 


AT MAINTENANCE-OF-WAY COSTS, 
THE CHOICE IS PNEUMATRACTORS! 





+” Schramm double-duty unit speeds jobs, 
saves money, lightens work 


Helps from Manufacturers 
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& yet a Schramm Pneumatractor costs little 
more than a portable compressor alone! 


cost competitive 


portable 125.......... $4,750 
cost Schramm 
Pneumatractor......... $4,840 


Less than $100 for self-propulsion ! 





Get the full story. Write for Bulletin RRP-56 today. 


Schramm PNEUMATRACTORS 


Self-propelled Air Compressors 
732 North Garfield Ave., West Chester, Pa. 
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The following compilation of literature—including pamphlets and date 
sheets—is offered free to railroad men by manufacturers to the rail. 
road industry. To receive the desired information, write direct te the 
manufacturer. 


CONCRETE TIES—A new edition of the booklet entitled “Cop. 
crete Railway Ties” is available. The booklet describes and illys. 
trates the MR-1 prestressed concrete tie, including the features of 
the tie and the advantages of its use. A picture sequence shows 
the method and equipment used to install the ties in track. 4 
drawing is included which shows the manner of fastening rails 
to the concrete tie. The booklet also describes the tie-casting ma. 
chine developed for the mass production of concrete ties, sum. 
marizes the results of laboratory tests on the ties, plates, and 
fastening, and lists the materials required to install one concrete 
tie, including the cost of each item and where each can bp 
obtained. (Write: American Concrete Crosstie Corpor 
Dept. RTS, 56th St. & ACL RR, Tampa, Fla.) 


PERFORATED PIPE. The advantages of perforated corru 
pipe for subdrainage systems are described in a new catalog. 
lustrations point out the manner in which perforated pipe is i 
stalled. The catalog also describes the manufacturer’s new um 
versal joint and its new line of wedge fasteners for speeding up 
pipe installation and reducing material cost. (Write: Armeo 
Drainage & Metal Products, Inc., Dept. RTS, 9360 Curtis St, 
Middletown, Ohio) 


WEED AND BRUSH CONTROL. A new four page folder en- 
titled “Chemicals and Services for the Railroad Industry” is avail- 
able. Designated Bulletin 601, the folder describes Nalco’s sery- 
ices and chemicals for weed and brush control, including surveys 
and spraying. Herbicides H-174 and H-178D are described ir 
detail. The folder also gives information on other Nalco prod- 
ucts, including flange lubricators, water treatments and fuel-oil 
treatments. (Write: Nalco Chemical Company, Dept. RTS, 6216 
West 66th Place, Chicago 38.) 


CONTINUOUS WELDED RAIL. The Thomson-Manning proc- 
ess of butt welding rails into continuous strings is described and 
illustrated in a six-page folder. A picture sequence shows the 
various stages of the production line. The advantages and econ- 
omy of continuous welded rail are pointed out. A chart is included 
which compares the cost of a welded joint to an angle-bar joint. 
(Write: Thomson-Manning Corporation, Dept. RTS, Castleton, 
Vt.) 


EARTH DRILLS. A 12-page booklet is available which describes 
and illustrates the Ka-Mo line of equipment for horizontal, vertical 
or angular drilling and boring in earth and rock. A large number 
of photographs show the equipment in use on various kinds of 
jobs. Several charts are included which give data and specifica- 
tions on drills, power requirements, hand-feed track units and 
power-feed track units. The booklet also describes Ka-Mo cutting 
heads. (Write: Kwik-Mix Company, Ka-Mo Tools Department, 
Dept. RTS, Port Washington, Wis.) 


CRANE-EXCAVATOR. The features of the new American 900 
Series crawler crane-excavator are described in a catalog now 
available. Designated 790-CG-1, the catalog points out that the 
new air-controlled 900 is in the 3% to 4%-cu yd class, has a rated 
lifting capacity of 110 tons and is capable of handling boom lengths 
up to 270 ft plus jibs. The component parts of the machine are de- 
scribed and illustrated. Photographs show the 900 equipped with 
hook, backhoe and dragline. Optional equipment available for 
use with the machine is listed. (Write: American Hoist & Derrick 
Company, Dept. RTS, St. Paul 7, Minn.) 


HYDRAULIC WATER RAM. A 4-page folder is available 
which describes the features of the Hydraulic Water Ram. It & 
plains with the aid of drawings how the ram uses hydrostatic im- 
pact through the release of a charge of compressed air to cleat 
pipes, drains and sewers. The principles of hydraulics and kinetit- 
energy used by the ram are described. (Write: Hydraulic Man 
facturing Company, Dept. RTS, 138 Hurd Ave., Bridgeport 4, 





Conn.) 


RAILWAY TRACK and STRUCTURES 





\ 



























THE 619-442 TRACTOR-SCRAPER TEAM 


Top speed: 30 MPH—turning diameter: 30 feet 


OTHER FEATURES OF 619B—442B 


CAT 442B SCRAPER with exclusive LOWBOWL design provides a 
faster load rate due to less resistance throughout loading cycle. 


UNIT CONSTRUCTION provides easy accessibility. Transmission, 
differential, and cable control can be removed from the tractor 
as a single unit. Flywheel clutch can be removed as a unit. 


PLANETARY FINAL DRIVES contribute to over-all accessibility. By 
removing six cap screws in the planet carrier cover, each axle can 
be removed from the tractor. 


INCREASED OPERATOR EFFICIENCY. The new two-jack hydraulic 
steering system makes the 619B extremely easy to maneuver, yet 
retains the important feel-of-the-road. The motion-reducing 
Torsionflex seat is standard on the 619B. 


ALSO: Six forward speeds, two-speed reverse constant mesh trans- 
mission—standard wide-base 26.5-25, 24-ply tubeless tires all around. 
Choice of in-seat gasoline starting or direct electric starting. Dry- 
type air cleaner. 











Nation-wide Cat 
Dealer organization 
maintains more 
than 300 stores . 
throughout the U. S. 
There’s one near 
you for quick 
Service, day or 
night, eliminating 
the need for you 
to stock parts. 








Maneuverability, roadability, power for fast acceleration, 
power to negotiate adverse grades, big capacity yet compact 
enough to operate on restricted rights-of-way—this is the 
Caterpillar 619B-442B team. 


Here are the facts. Judge for yourself how the 619B 
can pay off in production: 


Maneuverability: 90° turns; 30-foot turning diameter. 
Performance: 30.2 MPH top speed; 26,700 lb. rimpull. 


Capacity: 14 cu. yd. struck, 18 cu. yd. heaped. Also 
available is the 25-ton PR619 Rear Dump Trailer built by 
Athey Products Corporation. 


Advanced design 619B combines two-wheel traction 
with four-wheel speed and roadability. It results in more 
cycles a day, stepped-up production and less operator 
fatigue. And like all Cat equipment, high availability is 
built into this team. Ask your Caterpillar Dealer to demon- 
strate it on your right-of-way. See for yourself how the 
619B-442B steps up production and cuts costs on the 
toughest assignments. 


Caterpillar Tractor Co., General Offices, Peoria, Ill., U.S.A. 


CATERPILLAR 


Caterpillar and Cat are Registered Trademarks of Caterpillar Tractor Co. 
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TPC PORTABLE UNLOADER 


FOR MAINTENANCE OF WAY MACHINES 


The Portable Unloader eliminates completely 
the need for building costly and time consum- 
ing rail and tie cribbing ramps. Two men can 
set up the Equipment Unloader, ready for use, 
in less than 30 minutes. Telescoping adjustable 
vertical supports allow exact fit for variable 
car heights. 


Shown here is the Model M 1400-3 





Pat Appl. For 

















TRANSPORT PRODUCTS CORPORATION 


3008 MAGAZINE STREET 


LOUISVILLE, KENTUCKY 
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CHIPMAN CHEMICAL COMPANY, INC. 


WORLD LEADER IN CHEMICAL WEED CONTROL 


Bound Brook, N. J. © Chicago, Ill. ¢ Pasadena, Tex. © Palo Alto, Calif. « Portland, Ore. 
St. Paul, Minn. ¢ N. Kansas City, Mo. ¢ Bessemer, Ala. 


INQUIRIES WELCOMED 
















S gives 8 to 18 months control 
of weeds and brush! 


iqudes FRO 


General Chemical presents UROX and URAB—revo- 
lutionary new herbicides that enable you to control 
both weeds and deep-rooted brush faster, longer and 
more economically than ever before. 


New liquid UROX is the first liquid substituted urea- 
type herbicide developed for railroads. It’s fast-acting 
. .. burns back annual and perennial grasses as well 
as broadleaved weeds within 12 hours after applica- 
tion, regardless of weather. It’s long-lasting . . . just 
one application wipes out weeds for 8 to 18 months. 
Effects are cumulative, too! Control can be con- 
tinued economically year after year with small 
“booster” doses. 


New liquid URAB—the bulldozer of weed killers—is 
an exclusive development of General Chemical. Un- 
like other herbicides, URAB is soluble in water, giving 
it a unique ballast and soil-penetrating action that 


GREATEST ADVANCES YE 
IN WEED AND BRUSH CONTROL 





























New * knocks out roots of bru: 
liquid U RAB briars and weed trees! 


enables it to reach and kill the roots of tough, deeg 
rooted brush, briars, and weed trees. 


UROX and URAB weed killers are ideal for railro: 
spray trains. They won't settle out . . . don’t need ca 
tinuous agitation . .. won’t clog spray nozzles. Liq 
UROX can be mixed with fuel oil, diesel oil or ord 
nary weed oils. Liquid URAB is completely solub 
in oils or water. Both are available in granular fort 
too, for controlling weeds and brush in railroad yare 
on spurs and sidings, around storage depots and oth 
railroad installations. 

For complete information on revolutionary, né 
UROX and URAB weed killers, phone or write t 
nearest General Chemical office. 


*Trademark of Allied Chemical Corpe 


lied 
GENERAL CHEMICAL DIVISIC 


40 Rector Street, New York 6, N.Y. 
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